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DIESEL RAILWAY TRACTION 
The June issue of this RatLway Gazette publication, 
illustrating and describing developments in Diesel Railway 


Traction, is now ready, price 2s. 








Sixth Edition 


BRITISH LOCOMOTIVE TYPES 


This new edition has been completely revised and 
contains many additional plates. There are in all 
140 outline diagrams, compiled from official 
drawings, giving main dimensions of all the 
standard and other principal classes of locomotives 
in use on British Railways. 

Full Cloth 94 x 6in. 148 pp. 


Price 8s. Post Free 8s. 6d. 
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Mr. Barnes on Pooling Transport Receipts 


OME interest has been aroused by a statement by the 
Minister of Transport, in his address to the annual 
conference of the Railway Clerks’ Association at Bourne- 
mouth last week. This was that from his long ex- 
perience in the Co-operative movement he had learned that 
one could not declare a dividend until one had first created 
it, in the form of a surplus, and that the real solution of 
the railways’ financial difficulties lay in pooling the receipts 
of all transport services. On his first point. one might 
comment that a very short experience in private enterprise 
commerce would teach the same lesson. As to the pooling 
of all transport receipts, this is what we said would be necessary 
in the editorial entitled ‘“ Swings or Roundabouts ~ in our Sep- 
tember 17, 1948, issue. Mr. Barnes went on to say that when 
transport had been co-ordinated as envisaged in the Transport 
Act, it would be found that it would not only pay its way, 
but that the total net revenue would be such as to provide 
the workers in the industry with a standard of life com- 
parable to that in any other section of our economic system. 


* * * * 


Workers and Management 

One of the matters on which the Government does not see 
eye to eye with several of the major trades unions is the direct 
representation of the workers on the beard of a nationalised 
industry. Mr. Gaitskell, Minister of Fuel & Power, is the 
most recent member of the Government to deal with the 
matter. He did so when addressing the Electrical Trade Union 
Conference last week, and said that the Labour Party had never 
taken the view that direct representation of the workers was an 
appropriate form of organisation. If workers’ representatives 
were appointed full-time members of a board, they would be 
doing a managerial job, and as such could not be workers’ 
representatives The first test c® public industries must be 
efficiency, and there must be no “ slurring of responsibility ” in 
the tasks of management. It was not possible to risk any under- 
mining of the sense of responsibility of the managemenii’s side, 
Mr. Gaitskell warned his audience. He added that we had not 
reached a stage when everything could be run by committees. 
Certain individuals had still got to make certain decisions. The 
last two points might well provide a good test to apply to some 


f the organisations set up for nationalised industries 


Reorganisation of the French Railways 

The French Government, under pressure from many 
deputies, is to reorganise the National Railways, whose pros- 
pective deficit for 1949 is nearly £20,000.000. The Paris 
correspondent of The Financial Times reports that the actual 
operational deficit will be much higher than this—nearly 
£37,000,000, according to the Finance Minister, and even 
£55,000,000, mentioned by other politicians. The railways’ cer- 
tain inability to repay the State loan will cost thecountry some 
t111,000,000, roughly the equivalent of 10 per cent. of the total 
ordinary budget. Experts say that the deficit not only results 
from higher expenditure for materials, because of rises in prices, 
higher wages and taxes, and a falling off in traffic as a conse- 
quence of industrial depression, but also from the top-heavy 
structure of the railways. The technical side is acknowledged 
rightly to be excellent. Inflation of personnel, especially 
administrative, and the exorbitant charges of social security 
and pensions—83 per cent. of the total pay-roll—contribute 
largely to the deficit. Drivers retire at 50 and other railway- 
men at 55, ten years earlier than in Switzerland and the 
U.S.A. For every ten serving railwaymen there are seven 
more drawing pensions. The Government’s efforts to improve 
the situation include the closing of some 6,000 miles of lightly- 
trafficked secondary lines. slackening of staff recruiting, 
co-ordination with road hauliers, and stricter financial control. 

* « * * 


Mechanisation of Permanent Way Maintenance 

The use of mechanical equipment for permanent way main- 
tenance and renewal has been forced on the railways by shortage 
of labour and ever increasing iabour costs. Only by introducing 
such methods for increasing output per man-hour is it possible 
to complete essential annual maintenance within allotted 
expenditure. This is one of the subjects under discussion at 
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the enlarged meeting of the Permanent Commission of, the 
International Railway Congress Association being held in Lis- 
bon this week. The reporters are Mr. V. A. M. Robertson. 
Chief Civil Engineer, Southern Region, British Railways, and 
M. L. Mucherie, formerly Chief Engineer, Way & Works, 
South West Region, French National Railways, and a sum- 
mary of their reports, which cover world practice, is given 
in other pages. It may be said that, taking all countries as 
a whole, the mechanisation of the maintenance and renewal 
of permanent way can be said to be still in its infancy, but 
more technical plant is being used each year, with North 
America well in the forefront and closely followed by Great 
Britain. Apart from the U.S.A., there has been no serious 
attempt made so far to analyse the savings in costs achieved 
by the use of mechanical equipment, which is a subject call- 


ing for close study. 
+ 


New Ships for L.M.R. Irish Service 

In our last week’s issue we gave some details and illustra 
tions of the equipment and furnishings of the new motor 
vessels Hibernia aad Cambria, which are now operating on the 
London Midland Region Royai Mail route of british Railways 
between Great Britain and Ireland. The Hibernia went into 
service in April and the Cambria made her inaugural trip 
from Holyhead to Dun Laoghaire on Thursday. The vessels 
are not only the largest in cross-channel service in the British 
Isles—they each cairy 2,000 passengers as against the 1.500 of 
the ships they have replaced—but they set a new standard in 
passenger comfort and amenity for vessels of their size. An 
endeavour has been made, with a marked measure of success, 
to give the iinpression of a miniature iuxury ocean-going liner. 
it is hoped that the additional and improved accommodation 
these vessels will provide on the Holyhead—Dun Laoghaire 
service will enable sailing tickets to be dispensed with, except 
on occasions of exceptionally heavy traffic, and, at the same 
time, attract traffic. Reference to the inaugural cruise of 
the Cambria last week is made elsewhere 1n this issue. 


. * * * 


“ Travelling Taverns ” 

A new “amenity” for travellers to Exeter by the ~ Atlantic 
Coast Express” consists of two-car restaurant-buffet car 
sets. the first two of which went into service last Monday, 
and which are described and illustrated elsewhere in this issue. 
The buffet section, styled the “ Tavern Car,” has been designed 
with an interior resembling that of an old-fashioned inn with 
oak beams and settles and rough-surfaced walls, contrasting 
with a modern cocktail bar and snack counter. The sets are 
painted in the new carmine and cream livery. and the “ Tavern 
Car” is lined out in imitation brickwork and bears a panel 
representing an inn sign, such as the “Jolly Tar” or ~ The 


Crown.” They are being built at Eastleigh to the design of 
Mr. O. V. Bulleid, Chief Mechanica! Engineer, Southern 


Region, and the remaining six sets of the total batch of eight 
are to work on the Eastern Region. One half of the * Tavern 
Car” contains the kitchen and pantry for supplying both the 
buffet and the restaurant car. In the first class section of the 
restaurant car the tables are ranged along the length of the 
cuach, so taat diners face one anozher across the gangway. The 
third class has the usual cross-tables, but with individual 
movable chairs. The windows are set too high for seated 
passengers to look out of, with the double object of discourag- 
ing window-gazing diners and of speeding the service, and of 
obviating glare on a hot day. The new sets have been the sub- 
ject of adverse comment in the daily press (see our Scrap Heap 
page). 
. ” x * 


Counteracting a Whim of Nature 

The curious subsidence of the land throughout the whole area 
in the vicinity of Terminal Island bridge, connecting the island 
in the Long Beach and Los Angeles harbour areas with the 
mainland. has necessitated the raising of the bridge and its 
approaches by 7 ft. 6in. As the bridge is a twin-leaf bascule 
structure, with a 320-ft. span and weighs 6,000 tons, this was a 
big task, and is remarkable in that the lifting was completed 


in five days. Actually, the area settled down by 5 ft. 6 in. in 
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1924, and the bridge-raising allows for a possible 2-ft. additional 
settlement. Termiial Island bridge carries a single line of rail- 
way and a roadway at the same level. The railway the 
only rail link with important naval establishments and the 


premises of many industrial and shipping firms. Theretore. 
although the road traffic could be temporarily diverted, it was 
important that interruption to railway traffic over the b: dge 


should be reduced to a minimum. A further incentive to 
expedite the lifting work was the possibility of earthquake 
tremors and other lateral forces endangering the bridge ile 
it was being jacked up. The contractor was required to jike 
out a £400,000 accident insurance policy. 
* * * 7. 

Raising a Double Bascule Bridge in Five Days 

Preliminary work on the approaches began four months 
before the lifting of the bridge. The embankments were r; 
and 7 ft. 6 in. bents were added on top of the old bents in the 
timber-pile viaduct approaches. In the northern approach |5N 
jacks were used io lift the superstructure on to these new 
bents. Meanwhile the bridge members were strengthened to 
resist the unusual strains imposed on them by the jackin 
operations. The raising itself was effected with 24 specially 
designed 370-ton jacks placed under a system of floor be ns 
and columns. The jacking stations were connected by telephone 
to synchronise the lifting within a }-in. tolerance. After each 
;-in. rise shims were inserted for safety, and after each 6-in 
lift a grillage of beams was placed under each column to take 
the load while the jacks were removed and replaced on similar 
grillages. When the structure had been raised 2 ft. 6 in. in 
this manner, the grillages were welded together and encased in 
reinforced concrete, to provide additional resistance to lateral 
movement. After the total 7 ft. 6in. lift, accomplished by day 
and night work in five days, the grillages were left in place in 
case further settlement required more lifting in future. The 
single line was closed during this five-day period only, in 
which it was lifted on to the new earth approaches. , 


ed 


g 


* * * * 


Diesel Locomotive Power in U.S.A. 

By the end of 1948, the number of diesel-electric locomotive 
units in service on the railways of the United States had risen 
to 9,035, and their aggregate b.h.p. to no less than 10,928,690. 
It was in long-distance freight haulage that diesel power made 
its greatest strides in 1948; the number of 1,500 and 1,350 
b.h.p. units so engaged increased to 2,955, and with the 450 
similar units assigned to passenger and mixed traffic operation. 
the total b.h.p. in this popular category, 4,929,600, was nearly 
half the aggregate diesel locomotive power in the U.S.A. It 
should be added, of course, that most of these units are mar- 
shalled in multiples, triplets or quadruplets for preference. 
The large 3,000 b.h.p. 2-D+D-2 (4-8-8-4) units introduced in 
1946, with articulated locomotive frames, have not found 
favour, and even the building of 2,000 b.h.p. A1A-A1A units 
for passenger service has declined in favour of the all-purpose 
1,500 b.h.p. Bo-Bo units. For shunting and marshalling work, 
the 1,000 b.h.p. Bo-Bo unit continues to find the most accept- 
ance; 3,638 units in all are assigned to shunting, with an 
aggregate b.h.p. of 3,119,050, which works out at an average 
of 857.b.h.p. per unit. As 2,635 further diesel units were put 
on order by American railways during 1948, many of which 
had not been completed by the end of the year, there is certain 
to be a large increase in U.S.A. diesel power in 1949. 

- * * * 


Timetable Maps 

Zest was added to the search for the L.M.R. summer time- 
table this year by the memory that the last edition of that 
often elusive document had promised a new map of the Region. 
This is now seen to be a masterpiece of compression, measur- 
ing only some 53 in. square when fully extended, and presenting 
many features of the system in a bald outline reminiscent of 
the maps in the early pages of school atlases showing the World 
as known to the Ancients. It was too much to expect maps of 
the type seen in the old L.M.S.R. sixpenny timetable, with blue 
sea and brown shading for the high ground, but it was not 
unreasonable to look forward to poring delightedly over 
detailed insets of the Potteries, the Black Country, and other 
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areas With a complex railway geography. The Eastern Region 
serve its admirers better in this respect, and by printing its own 
lines in red seems to perpetuate memories of a more vaunting 
and boastful race of railway cartographers than the present 
discreet servants of the Railway Executive. Many railway 
journeys must have been inspired by the study of maps, and no 
doubt could be so still, just as the mere recital of partly fabu- 
lous place names fired the enthusiasm of travellers in bygone 
days. It must be conceded, however, that travellers in bygone 
days often enjoyed the advantage of a wealthy patron to defray 
their expenses, whereas today the progressive reduction in the 
number of eligible patrons is held to be one of the compensa 
tions for everything, including travel and timetables. 
a great deal more. 


costing 


Railway Labour Troubles 


URING the past week there had been no improvement 
by the time we went to press of the two major labour 
problems affecting British Railways. There had, however, been 
some shift in the importance attaching to them. The negotia- 
tions for an increase of 10s. a week jn railwaymen’s pay, plus 
claims for additional overtime and so forth, were still un- 
The Prime Minister and the Cabinet were known to be 
disturbed by the possibilities which arose from the refusal of 
the men to make use of the established negotiation machinery, 
or to abide by the previous decision of the Railway Staft 
National Tribunal. The Minister of Labour met the negotiating 
committee of the National Union of Railwaymen and later 
the Railway Executive also had talks with the men. Mean 
time, railwaymen at Manchester decided to commence a “* work 
to rule ** movement as a protest against delay in settling the 
claim. 

The strikes against the “lodging turns’ which commenced 
in the Eastern and North-Eastern regions last Sunday were the 
subject of several talks in an endeavour to avoid a repetition 
over the Whitsun week-end. Several more branches of the 
Railwaymen’s Union indicated that they would support the 
movement, notwithstanding requests by their leaders to adhere 
loyally to agreements made by them. Mr. George 
Minister of Labour, also made an appeal in the House of 
Commons for “reason and argument to take the place of 
coercion and force.” 

Elsewhere in this issue we give the text of official statements 
which were made by the Railway Executive concerning the 
position which has arisen in respect to the wage negotiations, 
the lodging turns, and also a definition of what is comprised 
in a lodging turn. 

By the middle of the week there seemed reason to believe 
that the two disputes, that over lodging turns and that over 
the demand for higher pay, were becoming intermixed in the 
minds of many of the men, and that as a result the solution 
of the two problems might become increasingly difficult. On 
Tuesday the “ work to rule” movement spread to Nine Elms 
Goods Depot in the Southern Region, and 2,000 London Trans- 
port maintenance men announced that they would strike for 
twenty-four hours on June 13. By Wednesday the “work to 
rule * movement had spread to seven centres: Bricklayers Arms, 
Woolwich Goods Depot, Southwark, Nine Elms, Manchester, 
Sheffield (Wicker), and Mint Street (London). 

Mr. W. P. Allen, the Member of the Railway Executive 
directly concerned with labour matters, said on Wednesday 
morning that he hoped that discussions would be resumed on 
Friday (today) on the general wage claim. All three railway 
unions would participate, with members of the Railway Shop- 
men’s National Council. On the lodging turns dispute he said 
that the new lodging turns were being operated with only two 
exceptions, and that there had been no formal complaint about 
the hostels themselves. Gateshead, which was one of the 
affected depots, was one of several which had asked to partici- 
pate in the pre-war lodging turns for the Kings Cross-Edinburgh 
non-stop trains, although it entailed two consecutive nights’ 
lodging. Any fear that might be entertained that the system of 
lodging would make for redundancy among the men was mis- 
placed, as more men were needed to work the new schedules. 
He added that at some of the former L.N.E.R. depots, guards 
had asked to go on lodging duties, although it entailed two 
consecutive nights’ lodging. 


, 
settled. 


Isaacs, 
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Brazilian Railway Deals 
HE Leopoldina Railway board has announced that the 


discussions that have been taking place in London with 
Sr. Machado, representative of the Brazilian Government, 
on the future of the railway have concluded, and, as a result, 
an agreement has been signed in London providing for its 
purchase, with effect as from April 30, 1949, by the Brazilian 
Government. The agreement will become binding on being 
ratified on the one hand by presidential sanction of a law to 
be introduced into the National Congress of Brazil, and on 
the other hand by the sanction by the Court in England of a 
scheme of arrangement approved by the holders of the loan 
and share capital of the company and of any loan capital 
guaranteed by the company and of such other parties as 
may be necessary. 

The purchase agreement covers the sale of the company’s 
metre-gauge system, which totals 1,902 miles, and other fixed 
assets in Brazil for £10,000,000 sterling, subject to the dis- 
charge by the company of its current and contingent 
liabilities. The latest return of rolling stock gives 336 loco- 
motives, 44] and 3,268 wagons. Certain liquid 
assets are to be retained by the company, with its stocks of 
stores at April 30, 1949, which, subject to a right of rejection, 


coaches, 


will be purchased and paid for separately by the Brazilian 
Government. Some time necessarily must elapse before the 
amount available for distribution can be estimated, but a 


scheme of arrangement will be 
soon as possible. 

The Great Western of Brazil announce con- 
currently that an ad referendum agreement has been signed 
with Sr. Machado for the rescission of the lease under which 
the railway is operated, and for the sale of the company’s 
assets in Brazil. Up to now the railway, although owned by 
the Government of Brazil, has been leased to and worked 
by the Great Western of Brazil Railway Co. Ltd. A metre- 
gauge system of 1,040 miles, based on Recife, is operated, 
and there are 147 locomotives, 216 coaches. and 2,093 wagons. 
This agreement becomes effective only if it is approved by 
the Congress of Brazil and ratified by the Brazilian Govern- 
ment, and approved by the holders of the company’s deben- 
tures and debenture stock, and by a special resolution passed 
at an extraordinary general meeting of the company. 

The agreement ) payment of £3,670.000 as 


prepared and submitted as 


directors 


provides for a 
compensation for the rescission of the lease and as purchase 
consideration for the company’s rolling stock, stores (subject 
to verification and right of rejection) and other assets in 
Brazil. As from May 26, the date of signature of the agree- 
ment, the company will operate the railway for account of the 
government and will appoint a nominee of the government 
to manage the railway, in association with the existing mem- 
bers of the company’s local board, until such time as, the 
agreement having been ratified by both parties, the assets are 
transferred to the government and the consideration is paid to 
the company. Both parties bind themselves to use their best 
endeavours to effect ratification as soon as possible, and in 
any case not later than 180 days from date of signature ex- 
cept by mutual consent. Transfer of assets and payment of 
consideration is to take place within 60 days after the latest 
ratification. 

It is not possible at this stage to form an accurate estimate 
of the ultimate amount which will be received for the stores, 
or of the liabilities of various kinds which will have to be met 
between now and the uncertain date, perhaps eight months or 
more hence, when the consideration will become available. 
The directors consider that after repaying the outstanding 
debentures and debenture stock with all arrears of interest up 
to the date of repayment and after making adequate pro- 
vision for arrears of British income tax, creditors, legal claims 
and other foreseeable liabilities, administration and other costs, 
and (subject to the stockholders’ consent), compensation to 
directors and staff in London and Brazil, the final surplus of 
assets over liabilities should represent not less than £7 15s. 
per £10 stock unit. Meetings of the debenture and debenture 
stock holders and an extraordinary general meeting of the 
company will be convened as soon as possible, at which reso- 
lutions will be submitted to approve the ad referendum 
agreement. 
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Pakistan Railway Reorganisation 


RASTIC changes in national policy almost invariably have 
far-reaching effects on railways, but these vary con- 
siderably in different countries. In this country nationalisation 
entailed no little reorganisation, fraught with certain difficulties, 
but they were very different from and far less varied than 
those resulting from the creation of the two new Dominions 
in the Indian Sub-continent. In Eastern Bengal, for instance, 
the partition of Eastern Pakistan from India caused the 3,400- 
mile Bengal & Assam Railway to be dismembered by a stroke 
of the pen. Its entire headquarters, principal passenger and 
goods terminals, and broad-gauge locomotive depot, all centred 
on Calcutta, were, with its broad-gauge locomotive, carriage. 
and wagon shops at Kanchrapara, severed from the great bulk 
of the system, which became the Fastern Bengal Railway of 
Pakistan overnight. Moreover, Katihar, the north-western 
terminal, was transferred to the Oudh & Tirhut Railway, and 
large portions of the system in Assam and the Dooars went to 
the newly-formed Assam Railway. More important, however, 
was the fact that Calcutta was the only large port on the 
former B.A.R., on which centred most of its traffic, and this 
also was lost to the new E.B.R. 

To work the latter, therefore, a new executive had to be 
formed in strange surroundings, with no headquarters staff, 
organisation, or accommodation. It was immediately con- 
fronted with the necessity for entirely reorganising the railway 
to meet a re-orientation of the flow of traffic throughout the 
system towards the small port of Chittagong, at the other end 
of the system and several hundred miles from Calcutta. The 
problems involved were great, but might have been solved 
with comparative ease if normal staff had been available. 
Instead, the new administration was faced with an exodus 
to India of the entire Hindu personnel, involving some 60-75 
per cent. of the employees in the Traffic, Electrical, and Signal 
Departments, and large numbers in others. Moreover, there 
was a great influx of Muslims from Indian railways, largely 
locomotive running staff. They numbered between 2,000 and 
3,000, and, with their families, had to be distributed, housed, 
and fed. This new staff. in a foreign land and often in un- 
familiar jobs, had to solve many difficult operating problems 
peculiar to Eastern Bengal and accentuated by the deplorable 
condition of much of the rolling stock. Due to lack of mate- 
rials and spares, this stock, which had been subjected to 
abnormal wear and tear on the lines of communication of 
the Burma campaign, had never fully recovered, and subse- 
quent lack of workshops had further curtailed maintenance to 
a minimum. In addition, with the loss of Calcutta, the main 
source of supply of stores, the E.B.R. was still more severely 
handicapped, and at first had not even a press for printing 
tickets ; its sister line in Western Pakistan, the North Western 
Railway, soon came to the rescue, however. 

The N.W.R. also had its own similar and peculiar difficulties, 
especially those resulting from the rioting and train-wrecking, 
and both lines were dependent on India for their supplies of 
coal. On the E.B.R., however, despite all the hindrances 
just mentioned, public traffic trebled in the ten months Sep- 
tember, 1947, to June, 1948, and 50,000,000 passengers were 
carried. To facilitate traffic, the administration has already 
undertaken ‘several important works. A new line 45 miles long 
is in hand, to connect an isolated section cut off from the main 
system by a strip of India. The Akhaura-Bhairab Bazar sec- 
tion is being doubled to ease the burden of traffic from the 
western sections towards Chittagong and improve passenger 
communications with Dacca, the new provincial capital. 

New workshops are being constructed near Chittagong. and 
Saidpur shops are being remodelled to include broad-gauge 
repairs (in addition to metre-gauge) formerly undertaken at 
Kanchrapara, now in India. Chittagong port is being ex- 
panded, and its facilities are being improved. Moreover, 1,000 
War Department wagons are under reconstruction, rating of 
traffic has been revised, and temporary training schools have 
been organised to meet the shortage of clerical traffic staff. 
Housing is being vigorously carried out, aided by an interesting 
co-operative house-building scheme, whereby the railway pro- 
vides land on a 99-year lease and advances money from the 
provident fund or from wages or salaries, to enable railway 
men to build their own houses. The administration also pur- 
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chases foodstuffs to the value of 42,250,000 annually, and 
retails them to its lower-paid employees at from one-third to 
one-half the price it pays for them. 

From the foregoing remarks, therefore, it will be obvious 
that no mean feat of organisation has been necessary to get 
the new railway into efficient working order and restore vital 
transport throughout this lifeline of the province of Eastern 
Bengal, with its population of about 50,000,000. Much more 
has still to be done to restore complete prosperity, especially 
in the development of the port of Chittagong, which, indeed, has 
—_ been planned, but there is no doubt that a good 
begitming has been made. 


* * * * 


Rail versus Road in Post-War Italy 


D*: FRANCESCO SANTORO, of the Commercial Depart- 
ment of the Italian State Railways, in a study* contributed 
to a Swiss contemporary, of the co-ordination of rail and road 
services in Italy, has outlined its history during the nineteen 
thirties and since the collapse of Fascism. That more was not 
done during the totalitarian régime to establish State control 
of transport, more particularly to protect the State Railways. 
seems to have been due less to innate Italian dislike of controls 
than to the pressure exercised by vested interests. The Abys- 
sinian and, to a far greater extent, the world wars, gave to road 
transport opportunities of which the undertakings were quick 
to take advantage: the two greatest factors in their favour were 
the widespread, if temporary, destruction of the railway system. 
and acquisition, in various ways. of large quantities of military 
road transport vehicles from all combatants. 

By the end of 1945 the situation was chaotic, and the Provi 
sional Government was forced to take action to maintain 
essential priorities of transport and to restrict the consumption 
of fuel. E.N.A.C. (Ente Nazionale Autotrasporti Cose) was 
established in February, 1946. and given wide powers to con- 
trol rates and allocate traffic to the various undertakings. At 
the same time, after receipt from U.S.A. of a number of road 
vehicles, the Italian State Railways inaugurated a system of 
subsidiary road services, G.R.A. (Gestione Raggruppamento 
4utocarri) to replace train services over non-operative lines and 
to develop freight and passenger feeder services. 

Notwithstanding thése efforts at co-ordination, much of the 
road transport in Italy, both freight and passenger. has recently 
become redundant, at least to the existing demands of industry 
and to the past seasonal demands of agriculture. This is due 
mainly to the rapid rehabilitation of the railways, and to the 
unexpectedly large quantities of military vehicles acquired 
during the chaotic period after the armistice. The result was 
the reduction of E.N.A.C. from a comprehensive system of 
controls to a mere co-ordinating agency for petrol distribu- 
tion and other minor functions. With the disappearance of 
control over rates, which in any case had been largely stultified 
by a brisk black market, since 1947 there has been a fall of 
about 30 per cent. in road fre‘ght rates, which are not now 
economic. Rehabilitation, including re-electrification, and 
initia! electrification of sections of the State Railways have 
regained much passenger traffic from the roads; bus fares 
are basically higher than third class rail fares. As to freight, 
while the railways have not, except perhaps seasonally and 
locally in respect of agricultural traffic, been working to capa 
city during the past two years, Dr. Santoro estimates that 
although much traffic has been lost to the roads, the railways 
are not in a position to accept an increase of more than 10 
per cent. in freight traffic. 

Despite several increases in freight and passenger rates since 
the war, a fundamental reform of rail and road tariffs is im- 
perative. and should be combined with a drastic scheme for 
co-ordination. The time for this would best have been the 
period of flexibility when E.N.A.C. was established; the passage 
of each successive year, with hardening of the new economic 
structure and increasing freedom in Italy from controls, renders 
tariff revision more and more difficult. E.N.A.C. failed as a 
system of control and it is doubtful if the Italian people would 
accept regimentation to which it seems fundamentally opposed. 


** Le probléme des transports en Italie dans l’aprés-guerre.”” (“ The 
Post-war Transport Problem in_ Italy.’’) Zurich Schweizerisches Archiv 
fiir Verkehrswissenschaft und Verkehrspolitik, No. 1, 1949 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Graphical Train Control 


159, Stamford Road, Audenshaw, 
Manchester. May 2 
TO THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—l was interested in the letter in your April 29 issue 
wherein Mr. Lucardie is quite emphatic about the benefits of 
graphical train control, and | note that the Netherlands Rail- 
ways came to appreciate this method within three yéars of 
inaugurating their control system. How different is the pos.- 
tion in this country, where, | understand, within the last twelve 
months an instruction has gone forth that those controi oilces 
using graphs had to cease so doing! 

When one considers that the timetables are prepared by 
showing train paths in a graphical form, it is a little strange 
that the same means should not be used for the day to day 
working, and thereby make available a permanent and readily 
comparable record. As things are, the use of individual train 
cards must make it difficult to pick out features reacting 
adversely on line capacity, or to examine the efficiency with 
which the controlling function is exercised. The work subse- 
quently entailed, if a thorough check is required, might even 
justify the word ™ difficult” being replaced by “ impracticable.” 

1 believe train graphing was contined to parts of the two 
Regions which regularly throw up the best figures for freight 
train miles per train hour, achieved despite a widespread regular 
interval passenger service in the industrial areas  Is_ this 
purely coincidence; and are serious complaints about the con- 
trol work as numerous in these two Regions as they seem to be 
in some other parts of the country? 

Yours faithfully, 
H, BELI 


Passenger Fares 
Eynesbury, 
St. Neots. April 4 
To THE EpIToR OF THE RaiLWAyY GAZETTE 

Sir,—In your issue of March 25, Mr. J. H. Laundy says that 
if railway fares were reduced to very slightly in excess of 1d. 
a mile, many bus and tube fares would have to be lowered, 

with a resultant fall in passenger revenue as a whole. 
He overlooks the fact that the Ministry of Transport policy 
in this nationalised industry is that one form of transport 
must not be fostered artificially at the expense of another. A 
locomotive can haul as much as two or three hundred motor 
vehicles, and, consequently, railway charges (which are now 
over 300 per cent. higher than abroad) should be considerably 
lower than road. At this level, traffics would revert to the 
railways, and enormous savings made in petrol, street and road 
expenditure and accidents. The last-mentioned only are said 

to be now costing the country £150,000,000 a year In taxation 

direct or indirect. 
Yours faithfully, 
E, R. B. ROBERTS 


Railway Fares 


London, S.E.1. May 7 
To THE EpIToR OF THE RAILWAY GAZETTE 

Sir,—Has not your correspondent, Mr. E. R. B. Roberts, in 
your May 6 issue, got his facts and figures a bit mixed? 

In his second paragraph he states that in 1928 the standard 
fare (third class) was “13d. a mile (3d. return)” which is 
correct if return fares are calculated on the single journey 
mileage. In the next paragraph he says, ~ they actually reduced 
it to 1d. per mile” without specifying whether single or return 
(or both) fares were so reduced, and in his fourth paragraph 
he makes the astonishing statement that “a couple of years 
later the return fare was rediced again to 14d. per mile,” “e., 
a prima facie increase of 50 per cent. on the immediately pre- 
ceding level as quoted by Mr. Koberts. 

In point of fact, the standard fares have never been reduced, 
all applications made by the railways to the Railway Rates 
Tribunal under the terms of the Railways Act having been for 
increases, the first for a 5 per cent. increase in 1937, with 
various further increases to the present level of 5 per cent. over 
pre-war, or 57-75 per cent. over standard. 

What actually happened was that in 1931 the railways intro- 
duced exceptional monthly return fares at single fare and a 
third (equal to approximately 1d. per mile on the return 
journcy mileage) subject to certain minimum fares which varied 
with the different railways; and fares on this basis have 
remained in operation ever since. Later, “day return” tickets 
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at approximately single fare for doubl2 journey (equal to 
approximately jd. per mile on the return journey mileage) were 
introduced fairly widely, but not generally, for comparatively 
short journeys only. Even cheaper rates, i.c., less than single 
tare ior double tourney, were subsequently introduced tor 
special excursions, evening trips, etc., but these were limited to 
special trains or specitied ordinary trains. 

The statement contained in Mr. Roberts’ penultimate para- 
graph is directly contrary to the facts. So tar trom reverting 
to the policy of 1928, the Railway Executive has indicated 
clearly its intention to revert to the policy of 1938-39, i.c., to 
introduce cheap tickets by ordinary train wherever possible 
whilst maintaining the standard fares for single journey pas- 
sengers, a policy in which we wish it every success, howeve; 
doubtful we may feel of the outcome. 

Perhaps Mr. Roberts will give further details if his informa- 
Von differs from the foregoing. 

Yours faithfully, 
CURIOUS 


South Kensington Station 


University College. 
Southampton. May [5 
To THE Epiror OF THE RAILWAY GAZETTE ~ 

Sir,—At the Opposite end of the entrance arcade to that 
shown in Mr. Brough’s photograph on page 520 of your May 13 
issue, a similar sign proclaims the “ Metropolitan Railway.” 
In this case the effect is the more striking in that the charac- 
teristic London Traysport awning, with the station name on 
coloured glass, is absent. 

The survival of these notices, and their recent repainting. js 
probably due to the fact that the letters are cut out and mounted 
on doards, so that the efforts of 2n ordinary painter presumably 
Suffice to renovate them. Nevertheless, their continued 
existence is very surprising. 

Yours faithfully, 
A. F. COOK 


Locomotive Numbering and Classification 


Ravensbourne, 
Berkhamsted, Herts. April 5 
To THE EpDiToR OF THE RAILWAY GAZETTE 

Sik,—I would like to offer one or two comments on the 
letter in your issue of April 1 on the above subject. So far 
from being in favour of the adoption of the G.W.R. style 
number plates for locomotives, | am of opinion that these 
should be abolished altogether. Unless the figures are kept 
bright and polished, which they seldom are nowadays, they 
are almost unreadable at any distance or in a bad light. A 
painted number, on the other hand, unless completely obscured 
by grime, is usually at any rate readable, and the only fault 
with the present style seems to be that they are unnecessarily 
small. The desirability of adoption of the Gill Sans type of 
figures may be a matter of opinion; personally 1 think the 
old L.M.S.R. style of figures was far more pleasing. 

In the case of tank engines, it is difficult to see any objection 
to the old Midland method of using large numerals on the 
tank sides, and doing away with the superfluous “ British Rail- 
ways ” or lioniand-wheel device, which I believe may replace 
this. With tender engines the idea of using the tender space 
likewise has been shown by experience to be a nujsance if an 
engine temporarily runs with another locomotive’s tender, 
although this objection does not seem to hold good in the 
U.S A. where the practice is widely adopted. 

The smokebox door number plates are an excellent device, 
and the figures on these are usually maintained white and dis- 
tinct. These were inherited, of course, from the Midland 
which adopted them over 40 years ago, again copying U.S.A. 
practice. How often has the value of a photograph of a 
moving train been greatly reduced through identification of 
the engine being impossible, because the number on the buffer 
beam was partly obscured by the buffers. 

The general renumbering scheme introduced by British Rail- 
ways seems to me to be at the same time simple and well 
thought out. Not only does it preserve, except in a few cases, 
the identity of the engine, an important point, but it has 
enabled the process to be carried out gradually without any 
temporary duplication of numbers to speak of. One improve- 
ment, however, might be worthy of serious consideration : 
former G.W.R. engines should be renumbered by the addi 
tion of 70,000, and the series 1-9999 should be reserved 
for the new standard types contemplated. Taking a long view, 
this would mean that in course of time the majority of engines 
would carry numbers of no more than four figures, a most 
desirable objective. 

Regarding the focomotive shed code, an extension of the 
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L.M.S.R. scheme already is being drawn up to cover the whole 
oi the system, and as for a method of classification, | do not 
think there can be much room for doubt, as your correspondent 
already avers, that the L.N.E.R. system is by far the best. 
Yours faithfully, 
H. C. CASSERLEY, 
General Secretary, 
The Stephenson Locomotive Society 


The Use of Multiple-Unit Trains on the 
Swiss Railways 


76, Horsell Moor, 
Woking, Surrey. April 28 
To THE Epitor oF THE RAILWAY GAZETTE 

Sir,—In your issue of April 22 certain comments appeared 
under the above heading, which are, to say the least, surprising, 
particularly having regard to their Swiss origi:. 

M. Baumgartner mentions the unsuitability of the multiple- 
unit train for traffic such as is found frequently in Switzerland, 
but nevertheless quotes figures which appear to make a sound 
case for the introduction of trains of this type. 

It is suggested in the article to which I refer that the average 
train load of 133 passengers could often be accommodated in 
a two-car unit. A modern Swiss third class coach carries 48 
passengers, while a first/second compo. will seat 42. It is 
evident, therefore, that the 133 passengers cannot possibly be 
conveyed in comparable comfort in less than three vehicles, 
and this makes no provision for drivers’ and guards’ compart- 
ments or for luggage space. Taking these factors into con- 
sideration, it would appear that the 150 seats mentioned are 
more likely to be found in a four-car than in a two-car unit. 

i agree that for certain — particularly the conveyance 
of suburban passengers near the larger cities, there might well 
be an exploration of the possibi lities of using multiple units, 
but for main-line traffic, the peculiar characteristics of which 
are outlined by your correspondent, I cannot see that any 
advintage would occur in any field through such a drastic 
alteration of the present operating methods. 

Yours faithfully, 
GEORGE W. WOOD 

{On the face of it, the proposals which M. Baumgartner 
makes may appear surprising, but it must be borne in mind 
that they are unofficial. Two-car electric sets seating 130-150 
passengers are not uncommon in Europe; examples are the 
units of the former Etat (French State Railways) suburban se1- 
vices and of the Danish State Railways.—Eb., R.G.] 


How to Make ‘ Your Railways” Pay 


4, Abbotts Walk, 
Bexleyheath, Kent. 
To THE EpITOR OF THE RAILWAY GAZETTE 

SirR,—The suggestion contained in the editorial of your 
May 13 issue, that railway staffs should accept a percentage 
cut in salaries and wages, is certainly an adequate reply to the 
statement of the N.U.R. representative, but, I feel, rather 
below the usual dignity and realism of your publication. 

No doubt your comment was intended to be taken lightly. 
but I am prompted to enquire whether, as a similarly “* graceful 
gesture,” the staff of your noble periodical would care to 
agree to the Gazette being offered for sale at a lower price, on 
an equitable basis, as a contribution towards meeting the re- 
duced circumstances in which a harsh cut in pay would place 
your humble subscribers throughout the country! 

No; let us not be led into petty malice when considering 

the pressing problem of wage standards. While I do not 
agree wholeheartedly with the N.U.R. claim, for, if met, it 
would lead to further demands for increased “ differentials.” 
something must be done tq improve railwaymen’s standards 
of living in the face of rising prices. 
; Your correspondent who writes under the nom-de-plume of 
“Supervisor ™ in the same issue, makes a suggestion worthy 
of support, but it is only a beginning. We cannot escape 
the leading truth that wage increases have to be paid for in 
hard cash. 

Staff reductions are being made, but they are merely a 
defensive measure. whereas an out-and-out revenue earning 
offensive is required. The extension of cheap ticket facilities 
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and the speedier transit of freight through zonal schemes have 


proved that traffic will move by rail if sufficiently tempted: 
but why cannot the advantage be exploited to the utmost 
limit? Why. in fact, cannot Regional competitions, with prizes 
for the biggest revenue-catchers, be re-introduced on the lines 
of the pre-war “ Southern Sales,” etc.? 

If, as a condition of a wage increase, the N.U.R. (together 
with the R.C.A. and A.S.L.E. & F.) were to agree to using 
the tremendous resources at its disposal to “push” the 
re-introduction of these schemes, I am sure that the effect would 
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astonish even the most hardened prophet of railway deca- 
dence. Then the pre-war co-operation between railway man- 
agements and stafis, and that valuable asset, esprit de corps. 
which are so sadly lacking at the present time. but so neces- 
sary to successful business operation, would automatically 
return. 
Yours faithfully, 
L. BASSETI 


Mechanics of Wheel and Rail 


University College, 
Southampton. May 15 
To THE EpitoR OF THE RAILWAY GAZETTE 

Sir.—Mr. Gelson’s note, on vage 524 of your May 13 issue, 
on the proposal to modify tyre profiles, made by Dr. R. D. 
Davies and myself, loses some of its point in being quoted 
cut of its context. 

Our suggestion arose from an investigation into the de- 
velopment of hunting by worn tyres. Although new wheels 
make two-point contact with the rail. wear tends to produce 
“hollow” treads, which make single-point contact with the 
rail in the root of the flange. Under these conditions the 
maximum difference of diameter between the points of con- 
tact of the two wheels on an axle is much greater than with 
new wheels. This is a factor which promotes hunting. 

The groove in the root of the flange would remove in 
advance the offending part of the tyre, and delay the de- 
velopment of a vrofile conducive to hunting. We certainly 
had in mind a groove as, shown in Mr. Gelson’s sketch, rather 
than a square one. 

Mr. Gelson’s work was concerned with the forces between 
flange and rail; this portion of our work was concerned with 
the geometry of the wheels and rails, and the arguments would 
hold irrespective of the forces between the axleboxes and 
horns. 

Such a modification would maintain two-point contact be- 
tween flange and rail for a longer period in the life of the 
tyre. It is therefore to be expected that it would be of 
benefit in reducing the risk of flange climbing. 

An objection which we had expected might be raised to this 
prcposal, is the possibility of damage to the frogs of switches. 
The views of permanent way engineers on this point would be 
helpful. 

Yours faithfully, 
A. F. COOK 


The Railway Executive, 
London Midland Region, 
Euston Station, London, N.W.1. 
To THE Epitor OF THE RAILWAY GAZFTTE 

Sir,—In The Railway Gazette for May 13 you refer to Mr. 
W. E. Gelson’s proposal to turn a small groove at the root of 
the flange of a tyre. This suggestion is not a novel idea, and 
two experimental profiles incorporating such a grove were tested 
by the former L.M.S. Railway about 1935. 

No permanently good results were obtained, and the riding 
of coaches, fitted with new wheels having grooved profiles, 
gave the impression of being hardly as good «as that with new 
standard profiles. In the U.S.A., similar grooved profiles were 
said to be on trial in 1936, on trailing wheels of a Burlington 

“ Zephyr” train, apparently with disappointing results. The 
explanation may lie in the increase of lateral flange-rail impact 
which, as Mr. Gelson’s note implies, may be expected if the 
rapid sluing effect, due to the standard shape of flange throat, 
is prevented by a groove. 

he form of groove proposed by Mr. Gelson and shown by 
the diagram on page 524 does not differ in any essential from 
one of those tried by the L.M.S.R. or that suggested by Dr. 
Davies and Mr. Cvoke in the original report (1946) of their 
work to the UM. S.R., for which it was carried out. Those 
shapes of groove embodied generous radii and a smooth junc- 
tion with the tread, intended to avoid stress concentration. It 
seems at least possible, t though not proven experimentally, that 
local wear of the flange by the corner the rail would be a more 
serious factor from the standpoint of mechanical strength. 

Yours faithfully, 
T. M. HERBERT, 
Scientific Research Manager 


May 26 


C. C. WAKEFIELD & CO. LtD.—On Tuesday, May 31, the 
Directors of C. C. Wakefield & Co. Ltd. held a cocktail party at 
Claridges Hotel to celebrate the jubilee of the company. Mr. 
leslie Farrow, Chairman, presided, and in a brief speech said 
that during the first few years the company’s business had been 
confined mainly to the supply of railway oils. A report of the 
proceedings will be given in our next weck’s issue. 
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The Scrap Heap 


BRITISH RAILWAYS 

The top lines on our cover this week 
are based on a quotation from William 
Shakespeare’s play *‘ Macbeth.” Some 
lines in that play seem apposite to the pre- 
sent position on British Railways: 

Round about the cauldron go; 

In the poison’d entrails throw ... 


Double, double, toil and trouble; 
Fire burn, and cauldron bubble. 
* * * 
TAVERNS ON WHEELS 

The appearance on British Railways of 
tavern cars dressed up to look like old 
English inns with painted brickwork and 
false beams is the reductio ad absurdum 
of the mania for the fake antique. These 
cars are ridiculous, even by the silliest 
roadhouse standards. It is deplorable that 
a public authority should set such an 
example.—Leigh Ashton, Director, Vic- 
toria & Albert Museum; Robin Darwin, 
Principal, Royal College of Art; R. S. 
Edwards, Chairman, Council of Industrial 
Design; Roderick Enthoven, President, 
Architectural Association; H. 8. Goodhart- 
Rendel, President, Design & Industries 
Association; R. Furneaux Jordan, Prin- 
cipal, Architectural Association School of 
Architecture; H. A. F. Lindsay, Chairman 
of Council, Royal Society of Arts; Pete) 
Ray, Hon. Secretary, Society of Industrial 
Artists; Herbert Read, Chairman, Insti- 
tute. of Contemporary Arts; Gordon 
Russell, Master, Faculty of Royal De- 
signers for Industry; Charles Tennyson, 
late Chairman, Industrial Art Committee, 
Federation of British Industries, in a letter 
to ° The Times.” 

* * * 

A salvo from various authorities on art 
and design has roundly condemned the 
British Railways’ “tavern cars” as a 
masterpiece in the way of “the fake 
antique” and “ridiculous even by the 
silliest roadhouse standards.” Certainly to 
paint the outside of them to look like 
brickwork was a brilliant exercise in the 
inept; it is a wonder that the genius who 
thought of that touch did not also insist 
on painting rambler roses (or hops?) climb- 
ing up the imaginary bricks. In the news 
of the moment British Railways are not 
surrounded by an atmosphere of gaiety 
and content; for railway workers and rail- 
way travellers there is little suggestion of 
taking one’s ease in one’s inn. Ballyhoo 
about fake beams and brickwork goes ill 
with stern reality in the way of strikes and 
stoppages.—From * The Manchester 
Guardian.” 
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* SELL THE TRAINS, RENT THE LINES ” 

A proposal partly to denationalise the 
railways was made at the annual con- 
ference of Scottish Conservatives. 

Mr. J. C, George proposed. a resolution 
saying that nationalised railways, even 
under Conservative guidance, would be 
uneconomic when competing with a virile 
free enterprise road transport system. 

The resolution urged the Party to in- 
vestigate the possibility of reselling the 
rolling stock to free enterprise concerns, 
and retaining the railway lines and per- 


manent fixtures under national and local 
government ownership. 
The private companies, he said, would 


be granted a lease of the fixed assets. As 
an alternative, he suggested that the rail- 
way system could be operated for the 
Government by free enterprise organisa- 
tions for a percentage of the profits. 
From the “ Evening Standard.” 


* + * 


100 YEARS AGO 


From THE RAILWay TIMES, June 3, 1849 





RAILWAY GUARDS’ UNIVERSAL 
FRIENDLY SOCIETY. 
A society under this title has been recently formed, 
and a meeting of the promoters was held last Mon- 
day evening at the Star, Goldington-street, Old St. 
Pancras-road, for the purpose of receiving the tables 
of monthly contributions, prepared and approved by 
the eminent actuary, Mr. Neison, in compliance 
with an Act introduced in the present session of 
Parliament. By the Act referred to no society can 
in future be enrolled in conformity with the Friendly 
Societies Act, without the tables of contributions 
upon which the amount of relief in sickness and of 
deferred annuities are calculated, as well as other 
benefits in expectancy contingent upon the probable 
duration and healthiness of human life, shall have 
been approved by the Government actuaries therein 
named, of whom Mr. Neison is one. 


* * * 


FARES FOR THE 1851 EXHIBITION 
It is hardly likely that passengers from 


places some distance from London will 
enjoy privileges equal to those which 


tempted so many to visit the 1851 Exhibi- 
tion, though, no doubt, 1951 will have its 
special facilities. But in 1851 the railway 
companies were forced by an unexpected 
competitor to offer extraordinary oppor- 
tunities. At first, apparently, they had not 
been greatly interested, but when very 
cheap trips by sea from Hull to London 
for the Exhibition were advertised the 
scene was altered, and the agents of the 
trunk lines were soon bidding against each 
other. The excursion fare from the West 
Riding to London and back was knocked 
down to 15s., to 10s.. and then to Ss., and 
would certainly have gone lower st'll if 
the Leeds agent for what 
became the Great North- 
ern system had not an- 
nounced that his line 
would undercut by six- 
pence any fare offered by 
other companies. 

At the same 
number of passengers 
who availed themselves 
of the concession — 
the rate war made up ¢ 
good deal of the hoes 
incurred in the war, and 
even persuaded the 
directors that there were 
advantages in full trains 
at low fares as against 
light trains at high fares. 

From “ The Manches- 
er Guardian.” 
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RETURN TO GRASSINGTON 


The first passenger train from Leeds to 
Grassington for 10 years~—a special Sritish 
Railways Easter attraction—did noi start 
auspiciously on Easter Monday. It !e't the 
front end of City Station at 1.15 pin. 

half an hour late— and stopped =: the 
back end at 1.16. At 1.25 the man with 
the red face and white hair said his 
wife: “It’s 10 years since the last train Jeft 
for Grass:ngton and it looks like Seing 
another 10 before this one gets ther 7 

We finally got away at 1.30 and all went 
well until we got to the approache: of a 
cricket field beyond Kirkstall, where we 
stopped again. The man with the re 
glared through the window. “ What 
for?” he demanded. His wife twist 
ring impatiently. “Maybe the driver's 
gone to ask his way,” she suggested. ~ Ten 
years is a long time.” 

It was a long, steep climb up the Dale. 
and as the engine laboured anu sheep flea 
in alarm from the edge of the emibank- 
ment we sat in silence, wondering .{ we 
should make it. 

But we did make it and when we slid 
into Grassington at 3.25—an hour and five 
minutes late—the stationmaster was there 
to greet us. So was the district operating 
superintendent who had travelled from 
Leeds by car to do so. 

‘There are about 1,000 on this twain 
and there were 600 on the one which came 
from Bradford earlier,” he told me, as the 
crowds spilled through the barrier. The 
trips have been a great success and we shall 
run more at Whitsun.” 

In fairness to British Railways. it should 
be added that the reason for the delay in 
Leeds was the exceptionally heavy trattic, 
and that the train trom Bradford arrived 
at Grassington only five minutes late. On 
the return journey we reached Leeds nearly 
an hour late——Derrick Boothroyd in“ The 
Yorkshire Post.” 

* * * 
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DerBy Day 
Yes, Derby Day is here again— 
Excited crowds invade each train; 
They know the form of every horse. 
Their knowledge (from some inside source 
Is quite infallible, of 
The bookies chant their noble strain. 





Around them mill the /oi polloi, 
Courting Dame Fortune chaste and coy, 
(The bookies’ band-rolls, so to speak 
The five-bob punters, mild and meek, 
The plungers, out to give a tweak 

To “Honest Joe's” seraphic joy. 


This is the backer’s day of days, 

As long as he the stake can raise; 
What though mortality of “ certs” 

And sudden scarcity of shirts 

Aiflict our cheerful Gerts and kerts’ 
The punter groans, and grins—and pays. 


All’s done. The crowds forsake the scene: 
The moon looks down, remote, serene: 
Tired folk drift through the station gate. 
Too tired to mourn or jubilate, 

Almost too tired to speculate 

On the elusive “ might have been.” 

“Do any good?” says Bill to Ted: 


lhe gloomy driver shakes his head 
And tells the guard in phrases terse: 
‘My blinkin’ ’orse went in reverse 
“And got ‘isself ‘itched to a ‘earse! ~ 
* Good-night ” says Bill 
says Ted 
A.B. 





* Good-night ” 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Serious Accident near Johannesburg 

Early on April 28 a collision involving 
three trains occurred between Mlamlan- 
kunzi Halt and New Canada on the elec- 


trified lines in the Witwatersrand. Two 
trains were stationary, standing some two 
coach lengths apart outside the inter- 


mediate home signal before New Canada 
Station, when a third ran into the rear of 
the second train and forced it forward into 
the leading train. All three trains were 
fully loaded, and the death roll included 
the driver of the third train, the conductor 
of the second and 66 non-European 
passengers. In addition, 166 non-European 
passengers were injured. The accident is 
stated to be the worst in the history of the 
railways. Despite unfavourable weather 
conditions, breakdown gangs cleared both 
blocked main lines in thirty-seven hours. 


NIGERIA 


Tornado Damage at Lagos 

At about 3.30 p.m. on March 29 a 
severe tornado swept Lagos, and the full 
blast of it struck the coal transporters on 
the railway wharf at Ijora. No. | trans- 
porter, which had been undergoing re- 
pairs, broke loose from its anchor plate 
and overcame the effect of six storm 
brakes and one solenoid brake. It then 
moved along its rails, gathering speed, 
until it collided with No. 2 transporter, 
which stood firm until the impact, when 
both collapsed and were completely 
wrecked. Illustrations of the scene before 
and after the tornado appear on page 613. 

The loss of these two transporters, 
which were built by Sir William Arrol & 
Co. Ltd., is most serious, as they are re- 
quired to handle some 5,000 tons a week 
brought by ship from Port Harcourt. It 
has been necessary to discharge by ship's 
gear and baskets, which have to be cleared 
by manual labour, which is not only an 
expensive method of working but takes 
over three times as long to discharge, 
seriously delaying shipping. 

Mr. D. C. Woodward, General Manager, 
Nigerian Railway, made a flying visit to 
London and was alle te obtain quick 
promises of delivery of mobile cranes and 
portable conveyors. They will be used as 
a temporary measure to speed up dis- 
charging, and it is hoped that a new trans- 
porter bridge may be forthcoming in 
about fifteen months time. 


EGYPT 


Cairo Agricultural Exhibition 

In connection with the opening of the 
Agricultural & Industrial Exhibition at 
Cairo as from March 1, 1949, the State 
Railways decided to grant 50 per cent. re- 
duction on railway fares to all passengers 
proceeding to Cairo from any station on 
the system to visit the exhibition. Entrance 
fees to the exhibition are included in the 
railway charges and collected at the time of 
booking. The railways have also offered 
50 per cent. redugtion in freight charges of 
articles and goods carried to Cairo for the 
exhibition, 


Further Reduction in Fares 


A further reduction in fares as from 
March 1 to bring down the wartime in- 
crease to 50 per cent. over pre-war rates has 


been decided on. It applies only to main 
lines, and not to suburban fares which are 
at present 50 per cent. above pre-war. 


Express Services 
The summer timetable operating as from 
May | includes a number of fast trains 
between Cairo and Alexandria and Cairo 
and Luxor. Surcharge is payable by those 
using them. 


Country Lorry Service 

A scheme for organising a country lorry 
service to be operated by the railways for 
transporting fruit, vegetables and other 
goods from localities in Upper Egypt where 
no means of transport exists is now being 
prepared. The service, apart from meeting 
long-standing wishes of the districts con- 
cerned, will ‘ink up with railway services 
at important centres and act as a feeder. 


Quadrupling or Signalling Improvements 

Because of the heavy traffic on the exist- 
ing double line between Cairo and Caliub, 
approximately 9 miles, it is being investi- 
gated whether signalling improvements and 
slight modification to the layout of inter- 
mediate stations would increase the capacity 
of the section and meet traffic requirements 
for the next ten years and avoid the expense 
of quadrupling. 


PORTUGAL 
Underground Railway at Lisbon 


According to a statement recently issued 
by the Lisbon municipal administration a 
scheme for the building of a system of 
underground railways in Lisbon was com- 
pleted recently. Eventually, the lines are 
te total about 124 route-miles (20 km.). 
The building of the first section is to be 
taken in hand shortly. 


Increase in Fares and Rates 
The Government recently consented to 
an average increase in passenger fares of 
134 per cent. and in the goods rates of 
25 per cent. The chief reasons given are 
the high price for coal imported from 
Great Britain and the United States, the 
contraction in the traffic and tne increased 
cost of materials. The working deficit in 
1948 amounted to some 73,000,000 escudos 
-approximately £730,000. It is antici- 
pated that it will rise to about 120,000,000 

escudos in 1949 (some £1,200,000). 


UNITED STATES 


Accelerations on the Pennsylvania 

Schedules of the “ Broadway Limited ” 
and of other principal passenger trains on 
the east-west service of the Pennsylvania 
Railroad were accelerated when timetables 
were adjusted to conform with daylight 
saving time on April 24. 

The schedule of the all-Pullman “ The 
General,” between Chicago and New York 
is cut 30 min. eastward and 15 min. west- 
ward, and departure times are more con- 
venient. An observation-lounge car has 
been added to ‘“ The General” in addition 
to the club lounge car, providing master 
bedrooms, with shower bath, for the first 
time. 

New all-room sleeping cars have also 
been added to this train, which leaves 
Chicago Union Station at 3.30 p.m., cen- 
tral daylight time, and Fort Wayne at 5.55 
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p.m., central daylight time, and arrives in 
Philadelphia at 7.22 a.m. and New York, 
8.55 a.m., eastern daylight time. 
Westward, “ The General” leaves New 
York at 4.45 p.m. and Philadelphia at 6.15 
p.m., eastern daylight time, and reaches 
Chicago at 8.10 a.m., central daylight time. 
New departure times from Chicago and 
Fort Wayne for the “* Pennsylvania 
Limited” and “The Rainbow” also be- 
came effective. The “ Pennsylvania 
Limited” leaves Chicago at 7 p.m. and 
Fort Wayne at 9.21 p.m., central daylight 
time, and is 10 min. faster to Washington 
and New York. “The Rainbow ” departs 
from Chicago at 5.30 p.m. and Fort Wayne 
at 8.17 p.m., central daylight time. 
Among the trains, in addition to the 
* Broadway Limited.” which operates one 
hour earlier to conform to daylight saving 


time are “ The Trail Blazer “” (westward), 
* Admiral,” “* Manhattan Limited” (west- 
ward) and “ Pennsylvania Limited ” (west- 


ward), between Chicago and New York; 
* Liberty Limited ” from Washington and 
Baltimore to Chicago, and “Golden Tri- 
angle.” between Pittsburgh and Chicago. 


New All-Room Sleepers 

Approximately 120 new all-room sleep- 
ing cars are now in service on principal 
trains, with many more to come from the 
builders within the next few months. The 
all-room “Broadway Limited,” and _all- 
coach “The Trail Blazer” and “ Jeffer- 
sonian,” have new coaches, and other 
trains also will be fully re-equipped. 

The “Red Arrow,” operating between 
Detroit and Toledo and New York, Phila- 
delphia, Washington and other eastern 
cities. was accelerated eastbound and west- 
bound. Eastward, it is 25 min. faster to 
New York. Leaving Detroit at 5.40 p.m. 
and Toledo at 7 p.m.. 10 min. earlier than 
before, it arrives in New York at 8.15 
a.m., 25 min. earlier than on its former 
schedule. Arrival in Philadelphia is at 
6.45 a.m. and Washington 8.25 a.m. 

Westward the “Red Arrow” leaves 
New York at 5.15 p.m. and Washington at 
5.30 p.m., 10 min. later than before, but 
reaches Detroit at 7.55 a.m., as previously. 


The “Cincinnati Limited.” on the Cin- 
cinnati-New York service, has been ac- 
celerated 20 min., leaving Cincinnati at 
5.15 p.m., as before, it arrives in New 
York at 8.05 a.m., 20 min. earlier than 
formerly. Arrival in Philadelphia is at 
6.36 a.m., 13 min. earlier. No change is 


made in the westward running time. 


Chicago-Cincinnati Timings Cut 

The running times of several trains on 
the Chicago-Cincinnati service have been 
accelerated, including a cut of 25 min. from 
the schedule of the “Cincinnati Daylight 
Express ” from Chicago to Cincinnati, and 
15 min. from the “ Chicago Daylight Ex- 
press,” from Cincinnati to Chicago. 

Pre-summer season runs of the “ North- 
ern Arrow ” from Chicago, St. Louis, Cin- 
cinnati, Indianapolis and other cities to 

Harbor Springs and Wequetonsing and 
Petoskey, Bay View. Walloon Lake, 
Mackinaw City and all intermediate points 
on the Grand Rapids division main line 
began on May 30. Post-season trips will 
be extended through the first weekend in 
October. Thus, the Pennsylvania’s summer 
service will extend over more than four 
months. 

The new “ Northern Arrow” will be 
diesel hauled. By the time the summer 
schedule is under way, the entire Grand 
Rapids division—from Fort Wayne to 
Mackinaw City—will be almost 100 per 
cent. diesel-operated at a cost of 
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$4,000,000. Additional Pullman rooms 
also will .add to the more attractive ser- 
vice to be provided. 

The “Northern Arrow” will have a 
regular formation of 12 coaches, including 
sleepers serving Chicago-Harbor Springs, 
Chicago- Mackinaw City, St. Louis-India- 
napolis - Harbor Springs, Cincinnati 
Traverse City, Cincinnati-Mackinaw City, 
Cincinnati-Harbor Springs; reclining seat 
coach; and lounge and dining cars. 


ARGENTINA 
Annual Season Tickets 
Annual season tickets are now on sale. 

giving the right to unlimited travel ove 
all the railways in the province or terri 
tory for which they are issued. Prices 
range from 2,400 pesos (roughly £120) in 
the Province of Buenos Aires to 800 pesos 
(roughly £40) in the Territory of Misiones. 
A season ticket covering all the lines in 
the republic costs 5,500 pesos (roughly 
£275). Twenty kg. of luggage may be 
carried free of charge. 


Locomotive Boiler Tests 
[he Ministry of Transport has autho- 
rised the Central Purchasing Commission 
in London to certify the boiler tests of 
steam locomotives built in England to 
avoid the delay caused by having to dis- 
mantle and test them on arrival in ac- 

cordance with present regulations. 


BRAZIL 
Social Legislation 

Two new laws of considerable benefit 
to railway servants have now passed 
through Congress and been sanctioned by 
the President of the Republic. 

One restores to railwaymen the benefits 
of full pension after thirty-five years of 
service, a _ privilege which, although 
granted by a law passed in 1923, was modi- 
fied by a decree of October, 1931. The 
other provides for extra payment of one 
day’s rest a week with certain reservations. 

The new pension law provides that ail 
railway employees admitted in the service 
before the operation of the Jaw passed in 
1931 may now retire at any age on full 
salary once they have completed 35 years 
of active service. With thirty years of 


Publications Seiateaie 


Eastern Region Publications.—The 
Eastern Region of British Railways has 
brought out attractively-designed folders, 
each including a brief description and 
the timings and a route map of one of 
eleven named expresses from Kings Cross, 
Liverpool Street. and Mi “ The 
Capitals Limited,” “The Flying Scots- 
man,” “The West Riding,” “The White 
Rose,” “The Yorkshire Pullman.” “ The 
Tees-Tyne Pullman,” “The Queen of 
Scots Pullman,” “The Master Cutler.” 
“The South Yorkshireman,” “The Nor- 
folkman,” and “The Fenman.” The 
schedules are given from May 23 to Sep- 
tember 24 inclusive. 


Cross-Channel Services——The Southern 
Region has published a booklet giving 
timings of all cross-Channel services to 
and from the Continent from May 15 to 
October 1, inclusive The times are shown 
through to Paris, Brussels, Antwerp, and 
Dinard. Fares and baggage rates are 
quoted and general information on pass- 
ports, tickets, seat reservations, sleeping 
car berths, and cabin and berth reserva- 
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active service employees similarly engaged 
before 1931 may retire on 80 per cent. of 
salary. Similar benefits will be granted to 
employees admitted after 1931 but with a 
minimum of 55 years of age. Pensions are 
to be calculated on the basis of the 
average of salary received during the 
twelve months before retirement. 

The law also provides for premature 
pensions to employees invalided by ill 
health, and to dependents of deceased 
members of the pension fund. In the 
former case pension will be on the basis 
of 70 per cent. of average salary and in 
the latter not less than 50 per cent. of the 
salary of the deceased. The pension fund 
will be maintained by a contribution of 6 
to 9 per cent. on salaries by all emp‘oyees 
and an additional equal amount paid by 
employers. 

A surcharge of between 4 and 10 per 
cent. levied on all passenger fares and 
freight rates will also be credited to the 
pension fund. The exact percentage of 
contributions above mentioned has yet to 
be fixed. The law dealing with the pay 
ment of a weekly period of rest provides 
that every employee shall have twenty- 
four consecutive hours of rest per week An 
with pay. ' 

In the case of employees paid by the 
day, week, or month, the day of rest shall 
be remunerated on the same basis as an 
ordinary working day, and calculations 
giving almost this result apply to em- 
ployees paid by the hour or on piecework. 

It is the purpose of this law to promote 
punctuality, and reduce absenteeism to a 
minimum, and consequently certain re- 
servations are made. It is made clear that cover a long-distance round trip within a 
extra payment for the day of rest will be day with ample time for business before 
made only if the employee has worked the return journey. Between Stockholm 
regularly during the whole of the previous sand Gothenburg fast trains cover the dis- 
week without late arrival o1 early de- tance of 285 miles in about 8 hr., and 


decided therefore that the only effective 
and lasting remedy is to construct tunnels 
to safeguard the line on sections of jt 
most prone to landslides. It is expected 
that the construction of these tunnels wil] 
begin shortly. 


SWITZERLAND 

Rhaetian Railways take over Italian Line 

By recent agreement the Italian Societ? 
Ferrovia Alta-Valtellina sold its meire- 
gauge electric line from Tirano to 
Campocologno, on the Swiss border. to 
the Rhaetian Railway, which had operated 
the line for some years as it is reaily an 
extension of their Bernina line from St. 
Moritz via Poschiavo. The Alta-Valtellina 
Company now owns and operates only the 
metre-gauge electric line between Tirano 
and Soudrio, 18 miles, which connects at 
Sondrio with the Sondrio-Colico-Milan line 
of the Italian State Railways. 


SWEDEN 

Combined Rail-Air Tickets 

agreement recemtly concluded 
between the Swedish State Railways and 
Aerotransport Atkiebolaget, the Swedish 
national airways concern operating inland 
air services, provides for the introduction 
in the mear future of combined rail-air 
tickets for long-distance journeys. They 
will give passengers the option of cover- 
ing one way by rail and the return journey 
by air, o: vice versa, at slightly increased 
railway return fares, making it possible to 


1 


parture from duty. the air journey, including connecting 
, " road services from and to the air 
Tunnels to Avoid Landslides terminals, takes 3 hr. 30 min. If a 


So serious and frequent have become 
traffic interruptions, caused by landslides, 
on the first 35 miles inland of the Victoria- 
Itabira Railway, that exports of iron-ore 
from Victoria—hauled from the Itabira 
mines over 300 miles away—have been 
reduced lately from five to two shiploads 
a month. Efforts to clear the landslides 
have often resulted in further slips occur- 
ring, and the company’s engineers have 


night train is taken for the outward 
joumey, the traveller has almost a whole 
day at his disposal before beginning his 
return journey by air. In view of the 
long distances im Sweden, say between 
southern Sweden and Stockholm, or, more 
so. between Stockholm and the trading 
towns in Lapland, the combined rail-air 
journeys are likely to prove advantageous 
to the hurried traveller. 








tions is included. It is announced that 
a new vessel, Maid of Orleans, will be 
placed in service this summer, probably 
between Folkestone and Boulogne. Week- 
end cruises, from £9 9s. by the Falaise 
between May 20 and June 20 from South- 
ampton to the Channel Islands and up the 
Seine to Rouen, are advertised 


periods. The alloy standardised for the 
Rigidal corrugated sheet made by the 
British Aluminium Co. Ltd. is BA.60, con- 
taining 1:25 per cent. manganese, which is 
highly resistant to sulphurous fumes. The 
metal forms its own protective oxide film 
which is renewed if the surface should be 
accidentally scratched. 


Rectification de Precision dans les 
Ateliers de Chemins de Fer (Precision 


Corrugated Aluminium  Sheet.—The 
merits of corrugated aluminium sheet as a 


building material are set out in a 20-page Grinding in the Railway Shops).—The 
illustrated brochure issued free by the Churchill Machine Tool Co. Ltd., of 
British Aluminium Co. Ltd.. Salisbury Broadheath, near Manchester, has 


House, London Wall, E.C.2. Among the 
major advantages claimed are durability 
and freedom from corrosion, lightness 
and strength, brightness and high reflec- 
tivity for interiors, thermal efficiency. and 


brought out under this title a 76-page 
fully-illustrated booklet, in French, de 
scribing examples of the firm’s precision 
machines as supplied to railways through 
out the world. Some of the photographs 


non-toxicity where roofs are used as have appeared in The Railway Gazette. 
catchments for drinking water. Non- The cover bears a striking full-page repre- 
corrodibility also obviates painting and sentation of a French National Railways 
therefore reduces fire risk. Aluminium locomotive heading a goods train and at 


sheet has been found in excellent condi- the 
tion after 30 years in contact with sul- 
phurous fumes, and in less severe atmo- 
spheres in residential and agricultural 
areas the metal has been found in perfect 
condition after considerably longer 


back of the publication there is a 
double-page containing views of trains in 
various parts of the world, exemplifying 
the slogan “ Wherever there are railways 
there are Churchill grinding machines.” 
An English edition is available. 
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Mechanisation of Permanent Way Maintenance 
and Renewal 
Summary of a report under consideration by an 


enlarged meeting of the Permanent Commission of the 
International Railway Congress Association at Lisbon 


AMONG the subjects being discussed at 
the enlarged meeting of the Perma- 
nent Commission of the International 
Railway Congress Association at Lisbon 
this week is the mechanisation of main- 
tenance and renewal of the permanent 
way. Reports on this subject, which cover 
world practice, consist of a contribution 
by Mr. V. A. M. Robertson, Chief Civil 
Engineer, Southern Region. British Rail 
ways, and one by M. L. Mucherie, former 
Chief Engineer, Way & Works, South 
West Region, French National Railways. 
Mr. Robertson shows that in the coun- 
tries covered in his report, which include 
America, Great Britain, Dominions, Pro 
tectorates and Colonies, China, Egypt, and 
India, it is only in the U.S.A. and Great 
Britain that the use of mechanical equip- 
ment is sufficiently far advanced to have 
caused a re-organisation of labour forces. 


Specialised Gangs 

In the U.S.A. the tendency is to em- 
ploy large, highly specialised gangs 
equipped with varying amounts and types 
of mechanised tools, and performing such 
work as tamping. re-ballasting, rail grind 
ing, building up battered rail ends by 
welding. ballast cleaning, re-railing, re- 
sleepering, hardening rail ends, and re- 
conditioning fishplates in the track. Each 
gang performs only one of these tasks 
and thus becomes highly skilled. 

The mobility of special gangs is en- 
sured by the provision of special trains 
as living quarters for large gangs and 
the increasing use of road transport for 
smaller gangs. The use of the latter also 
reduces the time lost in transporting men 
to work caused by delays to trolley trains. 

It is too soon to say definitely what will 
be the future practice in Great Britain, 
but that apparently evolving is to increase 
the length maintained by local gangs in 
outlying districts and on less important 
lines, and to provide them with power- 
operated tools and motor trollies to make 
this possible without increasing the 
strength of the gang. Road lorries are 
also used in outlying districts. 

These gangs are responsible for main- 
taining the track to correct line and level, 
ballast cleaning, and the maintenance of 
fences and verges to such a degree as to 
make the employment of special gangs 
unnecessary except for such jobs as track 
renewals. building up battered rail ends 
by welding, and stabilisation of the for- 
mation 

The Eastern Region of British Rail- 
ways formed a trial mechanised gang in 
January, 1948, equipped as follows: 

One Ingersoll-Rand air compressor. 
One motor trolley and trailer. 

Two Abtus ballast riddlers. 

One Allen motor scythe. 

One Dashwood motor hoe. 

‘Ine rail-creep adjuster (hand operated). 
Four Abtus track liners (hand operated). 
Iwo fence post drivers (hand operated). 
Two fence post extractors (hand operated) 

This gang of 14 men maintains 34 geo- 
graphical miles of four-line track, but as 
yet it is not possible to compare the cost 
of their work with other gangs. 

Finland reports the use of motor 
trollies for collecting the gangs and 
Switzerland employs tractors and special 
Stops of slow trains, Of the countries re- 


ported on by M. Mucherie only Holland 
now has a maintenance train. 

The methods used for renewing the 
track also differ. In the U.S.A. the special 
relaying gangs employ much the same pro- 
cedure as was previously adopted by 
heavy gangs relaying track by hand, ex- 
cept that portable power-operated tools 
are now used for each operation, whereas 
in Great Britain it is a growing practice 
to assemble the track in convenient lengths 
at permanent-way depots, and to use 
special mechanical equipment for remov- 
ing the old track in similar lengths before 
relaying the new. Other countries. with 
the exception of France, report assem- 
bling of track on site. 


Continental Experience 


M. Mucherie finds that in general the 
use of mechanised equipment for the main- 
tenance of permanent way is still in the 
experimental stage, for, although in Great 
Britain and the U.S.A. the recent war re- 
sulted in increased mechanisation in many 
directions, this was not the case in some 
Continental countries. 

The Swiss railways, however, point out 
that the use of mechanised plant in main- 
tenance work has proved of real value in 
view of the shortage of labour and its 
high cost. They add, also, that the quality 
of the work done is more uniform than 
when done by hand under normal condi- 
tions. Belgium calls attention to the 
difficulty of synchronising successive 
operation with tools which do not work 
at the same rate. 

The S.N.C.F. states that experience 
obtained during the first tests was most 
encouraging. The staff readily takes to 
the new working conditions and soon 
learns to handle the equipment. The in- 
vestigations therefore will be followed up 
with care. It is felt in France that, as the 
various mechanised tools which can be 
placed at the disposition of gangs have 
different capacities, the work to be done 
not being uniform, intensive study of pro- 
duction methods should be completed for 
each individual case. 

Various types of machines may be used 
for the many operations in the mainten- 
ance and renewal of the permanent way, 
and it is impossible to generalise, as each 
railway has its own particular conditions 
to consider when selecting the type of 
machine to use. Both Mr. Robertson and 
M. Mucherie devote a great deal of space 
to descriptions and illustrations of the 
many different types of machines. 

One of the most important factors is the 
extent to which possession of the track 
may be obtained by arrangement with the 
operating department concerned. When 
the nature of the job makes such 
possession unavoidable, then it is possible 
to use large on-track machines, but these 
machines may also be required to work 
in between trains, and, therefore, they are 
more often than not equipped with a 
traversing carriage enabling them to be 
easily removed from the track at selected 
run-off points. 

On the other hand, the construction of 
an on-track machine may be unnecessarily 
costly, and its self-propulsion, which is 
usually a distinct advantage, may not 
always be a desirable feature. Therefore 
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light machines which can be easily lifted 
from the track by two or three men are 
frequently used. 

For some operations it is found that to 
construct specially designed machines is an 
unnecessary expense, and mechanical 
equipment already owned by the railway 
is used, with or without minor alterations. 
Mention may be made of tractors fitted 
with side booms for rail laying, etc.. and 
crawler cranes mounted on flat rail cars 
to provide an on-track crane. 

The subject of on-track versus off-track 
machines is a controversial one and in any 
case must be decided by conditions exist 
ing on each railway. In many cases a par- 
ticular type of machine may be prohi 
bited by these conditions. Questions asked 
on this subject have produced a variety 
of replies. 

Saving in Cost 

Few of the railways replying to the 
questionnaire use mechanical equipment to 
the fullest extent possible, Those that do, 
either have no figures available showing 
reductions in maintenance costs from the 
use of mechanical plant, or the informa- 
tion has been given in differing forms 
which cannot be used for comparative 
analysis. 

The accompanying table shows the esti- 
mated man-hours that would be required to 
perform by hand the work done by 
various machines as reported by the 
Pennsylvania Railroad Company. 

Estimated man- 
hours required 
per annum to 

perform by hand 


the work done 
by one power 


Type of power tool 


tool 
Track-wrench sia ae Me 6,600 
Rail saw ... pe Bw pee ae 1,200 
Rail drill one ‘ns “ae wes 1,800 
Rail grinder “ ose 6,000 
Spike puller - 11,200 
Sleeper auger ... dn bas oie 8,000 
Sleeper adzer . san 12,850 
On-track power ballaster 171,520 
Portable self-contained unit tamper ... " = 


Power jack ‘+e ons 

In Great Britain, the introduction of 
mechanical equipment has led to the adop- 
tion of the pre-assembled method of track 
renewal, and the length of track so laid is 
increasing year by year. In Australia the 
Victorian Government Railway reports the 
use of pneumatic spike drivers and wood 
augers when renewing track by dismantling 
and assembling on site. This railway has 
other power tools on trial. In other coun- 
tries replying to the questionnaire, the 
track renewals are done entirely by hand, 
although the South African Railways pro- 
pose to experiment with mechanical tools. 

In Great Britain, 20 per cent. of the 
track renewals are done with pre- 
assembled track using cranes and track- 
layers, with savings in cost of from 25 to 
33 per cent. compared with renewals by 
hand, 

In the U.S.A. many railways employ 
large gangs using a variety of mechanical 
equipment. These are usually highly 
specialised and employed solely on track 
renewals, working wherever required on 
the system and often living in special 
trains. Extensive use is also made of 
other mechanical equipment. 

The Victorian Government Railway, 
Australia, has laid welded rails up to 270 
ft. long. They are transported to the 
site on five flat-topped trucks carrying 32 
rails and discharged over the side by means 
of skids and ropes. Longitudinal move- 
ment is on rollers or special trolleys. 

Welded rails 120 ft. long have been laid 
in the open by the South African Railways 
since 1938. They are loaded on to two 
flat-topped wagons, the rails being sup- 
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ported on special bolsters pivoted at the 
centre ofeach truck and resting on trans- 
verse slides at intermediate points. 

Long welded rails are used extensively 
in the U.S.A. The usual method is to use 
rails in as long lengths as possible up to 
sevaral thousand feet, and welded in 
depots constructed as near to the site as 
possible. 

The only British railway making exten- 
sive use of long welded rails is the London 
Transport Executive, a large proportion 
of whose lines are in tubes, lined with cast- 
iron segments. The rails, in 300 ft. lengths, 
are transported to the site on bogie wagons 
from which they are lifted by means of 
— and tackles suspended from the tube 
roo 

Building up of battered rail ends by 
welding is carried out in the U.S.A. on 
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plain line and to crossing noses and 
switches using either oxy-acetylene or 
elegtric-arc welding. The welding plant is 
usually mounted on a tractor moving along 
the verge or on a wagon. A variety of 
grinding machines are used. The Penn- 
sylvania Railroad reports an increase in 
life of approximately 9 per cent. 

The Victorian Government Railway 
adopts this process for crossing noses and 
rail-ends in station yards and on suburban 
lines, and the South African Railways use 
electric-arc welding for rail-ends and both 
oxy-acetylene and electric-arc welding for 
crossing noses. Grinding is done by a 
petrol-driven on-track grinder. Ceylon 
builds up crossing noses by electric-arc 
welding and uses electric grinding wheels 
driven from the welding plant generator. 

British Railways use oxy-acetylene weld- 





Restaurant-Buffet Car Sets for British Railways 


A design embodying several features new to railway catering 


S a result of co-operation between the 
Railway Executive and the Hotels 
Executive, eight two-car restaurant-buffet 
sets combining a first and third class 
restaurant car. with a kitchen and pantry 
car including a buffet section designed in 
the style of an Old English tavern, are 
being introduced on express services of 
the Southern and Eastern Regions. 

The first two of these vehicles, all 
of which are being built at the Eastleigh 
Works of the Southern Region to the de- 
signs of Mr. O. V. Bulleid, Chief Mechani- 
cal Engineer, Southern Region, was_ in- 
spected at Waterloo Station on May 25, as 
recorded in our May 27 issue. 

These two are now running in the 
10.35 a.m. “ Atlantic Coast Express” be- 
tween Waterloo and Exeter, and the 
return working, 12.50 p.m. Exeter- 
Waterloo. The other sets will be allo 
cated to the Eastern Region. 


The “ Tavern Car” 
Externally, the two vehicles are of strik- 
ing appearance, with leaded light windows 





COMBINED FIRST AND THIRD DINING SALOON 
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set high in cream panelling. The lower half 
of the kitchen-buffet car, or Tavern Car, 
is painted in the new crimson lake livery, 
lined out to represent brickwork, with a 
door through which the bar is supplied. 
The cream panelling is broken by vertical 
black panels imitating the exterior of an old 
half-timbered inn. 

There are dark oak settles, seating in all 
12, and tables placed against the walls. The 
windows are set high in the walls and are 
modelled on the old-fashioned type, with 
imitation small leaded panes. From the 
ceiling beams and the sides of the saloon 
hang old-type square metal lanterns. The 
floor covering imitates the black-and-red 
tiling of a country inn. At one end of the 

Tavern” is a modern cocktail bar and 
snack counter, of stainless steel and plastic. 

The bar itself is faced with polished light 
oak, and the counter and the panelling 
behind are covered with Formica plastic 
panelling of buff colour, broken by light 
oak framing. 

The ee roof effect has been 
given to the “ Tavern” by the use of dark- 
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ing on crossing noses and switches, but 
here the process can hardly be said to be 
mechanised, as the gas bottle containers 
are merely placed in the cess and moved 
along on a hand trolley, final surfacing 
being done by hand forging. Increase in 
life of crossings of up to 30 per cent, is 
reported, while the London Transport 
Executive states that, after the introduction 
of welding, one crossing, which was pre- 
viously renewed every two weeks, remained 
in the track for two years, the noses being 
built up every six months. 

Switzerland and Algeria build up ends 
of rails by electric welding. The Algerian 
railways, before building up the ends of 
the rails, cold strengthen the ends and re- 
stamp the fish plates. This system esti- 
mates the life of the built-up rail ends as 
ten years under 20-ton axle loads. 


oak roof beams set into a white ceiling, on 
which a whitewashed effect has been 
obtained by the use of Cortex rough-white 
paint. This half-timbered ceiling effect con- 
tinues down the wall as far as the backs of 
the dark-oak settles. 

The lighting of the “period” lanterns 
in the Tavern Car, of the modern fluores- 
cent concealed roof-lights in the restaurant 
car, and in the kitchens and bar is by 
current supplied from the axle-driven 
dynamo, which can either supply current 
direct or through storage batteries. The 
current supply is at 24 volts. 

The Tavern Car is maintained at an 
equable temperature by means of a modern 
thermostatically controlled system of pres- 
sure ventilation. Filtered air, warmed in 
winter and cooled in summer, is forced 
under pressure through air ducts into the 
car at floor level. The incoming air forces 
out the used air through air ducts in the 
ceiling timbers. 

Suspended from one of the roof-beams 
in the “Tavern” is a small reproduction 
of the “Inn” sign which also appears on 
a vitreous enamel plate about 2 ft. 7 in. 
by 3 ft. 4 in. set on the outside of the 
coach. The signs, specially painted for 
these coaches by Joan Main and David 
Cobb, R.O.I., are “ White Horse.” “ Jolly 
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The 
Green 


Tar,” “ Dolphin,” “ Three Plovers,” ~ 
Bull,” “The Salutation,” ‘“ The 
Man,” and “ The Crown.” 


Kitchen and Pantry 

Leaded swing doors lead from the buffet 
section to the kitchen and pantry, where 
efficiently-spaced racks allow for the 
storage of ample crockery and other table 
requisites; in addition to the usual cooking 
equipment there are an ice-cream con- 
servator, a refrigerator, and provision for 
the service of beer and cold minerals. The 
whole of the cooking is by oil gas. 

[The counters to the serving hatches and 
other tables within the kitchen are of 
stainless steel, and the walls of cream 
Holoplast plastic panels. A special feature 
which has been built in with the kitchen 
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pletely cut off from the view of passengers, 

Both kitchen and pantry are finished in 
cream and chromium plate, with a special 
ncn-slip cream tiled floor and cream plastic 
panelled walls. 

Although space is necessarily limited, it 
has been found possible to instal complete 
equipment of modern design and easy- 
clean finish, to provide hot meals for 350 
to 400 persons in relays. 


The Restaurant Car 

The restaurant car has seats for 24 first 
class and 40 third class passengers. 
Although the half-timbered effect used in 
the “Tavern” has been carried through 
into this car, with the roof and sides almost 
identical in construction, the use of 
polished light-figured oak for the timbers 





The kitchen with oil-gas cooker 


is a small compartment set aside for the 
restaurant car staff, with their own tables, 
seats, wardrobes, and lavatory. 

Apart from the service hatch opening 
on to the corridor, there is direct access 
from the kitchen to the service side of the 
bar counter in the “Tavern.” Roller 
shutters at the main service hatch ensure 
that when necessary the kitchen is com- 
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and wall frame, with buff plastic wall 
panels, gives a modern appearance. Con- 
cealed fluorescent lighting is used. 

In the first class portion of the restaurant 
car there is a radical departure from 
normal practice. Comfortable seats. facing 
inwards, extend the whole length of each 
side of the coach, with separate tables for 
each pair of seats. The gangway is in the 


wer reer 
mein 





Inn sign emblem on side of 
Tavern Car 


centre of the coach, and the edges of the 
tables are guarded from other passengers 
or staff by a small rail, in which is also set 
the ash tray for the table. Below the tables 
are rubber-covered foot rests. and the com- 
partment is carpeted throughout. 

All fittings in both first and third class 
sections of the restaurant car are silver 
oxydised. The seating in the third class 
portion is of the normal type, but each 
diner has an individual movable chair. 
There are glass racks above the seats for 
light articles. They are of toughened 
glass and have the great advantage that 
a passenger can see quickly from below 
whether he has !eft anything on the rack. 

The restaurant car is steam heated; 
local adjustments are under the control of 
the individual passenger by means of 
switches set in the side of the carriage 
behind the seats. Extractor fans set in the 
roof of the car, with air agitator fans, en- 
sure adequate ventilation, and there are 
deep sliding window ventilators. 

The third class movable seats in the 
restaurant car are covered with a figured 
maroon moquette, and those in the first 
class section are covered with a figured 
brocade, with an old rose and dull tur- 
quoise motif. The carpets on the floors of 
both the first and third class sections are 
of a design in keeping with the upholstery. 

The whole of the interior panelling in 
the restaurant car is also covered with 
Formica plastic panelling of buff colour 

(Continued on page 618.) 
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Restaurant-buffet set, including buffet car with imitation brickwork and inn sign and kitchen and pantry 
section, and first and third class restaurant car 





THE RAILWAY GAZETTE June 3, 1949 


Restaurant-Buffet Car Sets for British Railways 
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The cocktail bar and snack counter in the Tavern Car. Part of the ‘inn sign” appears above the foremost beam 
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Restaurant-Buffet Car Sets for British Railways 








The third class restaurant with individual chairs and tables for four 
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Maintenance Works in Roade Cutting, L.M.R. 


Extensive repairs to retaining walls 
to overcome erosion of soft rock 


ROADE CUTTING, situated between 

Roade and Blisworth, is one of the 
major engineering works on the main line 
of the London Midland Region, British 
Railways, from London, Euston, to the 
North. The cutting is 14 miles long, with 
an average depth of 40 ft., and a maximum 
depth of 70 ft., and is formed in limestone, 
clay, and water-bearing shale. It was con- 
structed for the London & Birmingham 
Railway and was opened in 1838. The 
railway was quadrupled by the London 
& North Western Railway some 40 years 





General view of demolition of part of the old wall 


that water was wearing away the soft rock, 
leaving cavities up to 4 ft. 6 in. deep be 
hind the walls. Sections of defective 
brickwork were removed and replaced by 
new work 44 or 9 in. thick. The space 
between the back of the wall and the rock 
face was filled with large-size aggregate set 
in colloidal grout poured in from a height 
not exceeding 3 ft. Open joints were left 
at specified points so that penetration could 
be observed. An advantage of colloidal 


grout is that there is no danger of trapped 
and good 


water the mix, 


weakening 


showing scaffolding arrangements 


later. Because of the treacherous nature 
of the slopes, the cutting had to be 
patrolled, to guard against the danger of 
rock falls, and, in 1891, the sides were 
faced with brick, and braced with cross- 
girders. as a precaution against further 
weathering. In many places this brick- 
work was only 44 in. thick, although where 
the rock face set back it was thickened 
to form a block bond. 

In April, 1946, extensive repairs were 
undertaken, as sections of the retaining 
walls had begun to bulge. It was found 


adhesion between the brickwork and the 
rock is assured. 

The amount of water in the banks of 
the cutting is considerable, and weep pipes 
have been inserted wherever water showed 
itself. The inner ends of these pipes were 
stuffed temporarily with packing to pre- 
vent the grout from blocking them. Asa 
further precaution, every weep pipe was 
tested with a compressed-aid drill to en- 
sure that the inner end reached the rock 
face. 

Site the cutting 


conditions at are 
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unusual. The banks are steep, and in 
places unsuitable for walk-ways or 


an 
traffic, unless a benching is provided The 
cutting is approached by a secondary road 
and access by rail is restricted by the diffi- 


culty of obtaining long possessions the 
line. A fair quantity of water is avail- 
able from an old culvert on the down side 
of the fast lines, and this is pumped to a 
2,000 gal. tank, whence it is distributed 
to the working sites by gravity pipe lines. 
Scaffolding of special design was peces- 
sary to keep clear of the structure g.uge, 
and scaffold bridges were constructed over 
the railway to give greater freedom fo, un- 
loading and stacking materials and hard 
core. Materials delivered by road have 
been off-loaded on to a light railway laid 
along the top of the eastern side the 





Part of new retaining wall showing liberally spaced 


weep pipes 


cutting throughout the whole length of the 
work. Old brickwork and rock have been 
stacked in the cess and loaded into 
wagons on Sundays for disposal. 

It is expected that the repairs will be 
completed in June of this year, by which 
time it is estimated that 800,000 bricks 
will have been used, and 13,000 tons of 
materials handled in and out of the site. 
The work is being carried out by direct 
labour, under the supervision of the Civil 
Engineer, London Midland Region, British 

Railways. 


American-Built Pacific Locomotives for India 








The Baldwin Locomotive Works, U.S.A., recently has built for the Government of India sixteen 4-6-2 
locomotives with 5-ft. 7-in. driving wheels and 20} by 28-in. cylinders for passenger service on the 5-jt. 6-in. 
gauge lines 
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Tornado Damage at Lagos, Nigeria 
(See paragraph on page 605) 
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The two coal transporters spanning the coal dump at Ijora, Lagos. In the background are the 50-ton 
floating crane, and bridge connecting Lagos island with the mainland 
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Wreckage of towers on coal wharf 
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RAILWAY 


PERSONAL 


Mr. O. V. BULLEID 

Mr. O. V. Bulleid, C.B.E., Chief 
Mechanical Engineer, Southern Region, 
British Railways, is retiring from that posi- 
tion on September 30 next, and has been 
appointed Consulting Mechanical Engi- 
neer, Coras Iompair Eireann (Irish Trans- 
port Company). 


Sir ALAN MOUNT 

Lt.-Colonel Sir Alan Mount, 
C.B., C.B.E., RE. (retired), 
' Chief Inspecting Officer of Rail- 
ways, will retire from the Minis- 
try of Transport on July 31 
next, after nearly thirty years’ 
service in the department, the 
last twenty of them in his 
present post. The Minister of 
Transport has appointed Lt.- 
Colonel G. R. S. Wilson, R.E. 
(retired), to be Chief Inspecting 
Officer in succession to Sir 
Alan Mount. Colonel Wilson 
has, for the last fourteen years, 
been a member of the Railway 
Inspection staff of the Ministry, 
to which he was appointed on 
retirement from the Royal 
Engineers. 


Mr. F. W. Aickin, General 
Manager of the New Zealand 
Government Railways, will 
leave New Zealand by air for 
Canada, the United States and 
Great Britain on June 7. He 
will study the latest develop- 
ments in railway electrification 
in these countries, with a view 
to making recommendations for 
incorporation in New Zealand's 
electrification programme. Mr. 
Aickin will return to the 
Dominion late in September, or 
early in October. 


We regret to record the death 
on May 28, at the age of 71, 
of Mr. John Wyatt Spiller, 
C.M.G., who was Acting 
General Manager & Chief Engi- 
neer, Federated Malay States 
Railways, 1925-26, and Chief 
Engineer (Design), Crown 
Agents for the Colonies, 1922- 
25 and 1926-41. 


Consequent on the transfer of Mr. R. B. 
Hoff to the Road Transport Executive with 
the appointment of Chief Stores Officer, 
Mr. W. Hilton has been appointed Pur- 
chasing Officer of the London Transport 
Executive, 


Mr. E. Graham, Mechanical Engineer 
(Railways), London Transport Executive, 
has retired. Arising out of Mr. Graham’s 
retirement, Mr. A. W. Manser, Assistant 
Mechanical Engineer (Workshops), Rail- 
ways, assumes control of the London 
Transport Acton Works with the title of 
Works Manager (Railways). 


M. Marcel Flouret, who recently resigned 
from the position of President of the Board 
of Administration, French National Rail- 
ways (S.N.C.F.), has been appointed 
Governor of the Bank of Algeria & Tunisia. 
M. Pierre Tissier, Director-General of 
Taxes, Ministry of Finance, has been 
appointed President of the S.N.C.F. Board 
of Administration. 
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Mr. Michael Hugh Barrie Gilmour, 
hitherto Solicitor for the Railway Execu- 
tive in the Western Region, who, as re- 
corded in our May 6 issue, has been 
appointed Chief Sclicitor to the British 
Transport Commission, is 44 years of age. 
He was educated at Leighton Park and 
abroad. In 1929 he was admitted a 
solicitor, and joined the staff of Mr. 
A. G. Hubbard, the Solicitor to the 
Great Western Railway, in the Par- 


Mr. M. H. B. Gilmour 


Appointed Chief Solicitor to the 
British Transport Commission 


liamentary & General Department. 
Between 1931 and 1935 he represented the 
company on all parts of the system in 
numerous wbjections to applications for 
licences under the Road Traffic Act, 1930, 
and ihe Road & Rail Traffic Act, 1933. He 
assisted in the company’s successful opposi- 
tion to the Severn Bridge Bill in 1936 and 
was engaged in general and Parliamentary 
work from that year until 1940, when, in 
July, he joined the R.A.F.V.R. He served 
in the Ministry of Aircraft Production and 
undertook special investigations for the 
then Minister, Lord Beaverbrook, but was 
released from the R.A.F.V.R., with the 
rank of Squadron-Leader, at the request of 
the Minister of War Transport, in Septem- 
ber, 1941. In that month Mr. Gilmour 
was appointed Parliamentary, Rating & 
General Assistant to the Solicitor, Great 
Western Railway Company, and _ he 
became Assistant Solicitor to the com- 
pany in 1943, and was appointed Solicitor 
in 1945, 


NEWS SECTION 


Mr. Roger Chitty, Assistant Solicitor to 
the Western Region, British Railways, who, 
as recorded in our May 13 issue, has been 
appointed Acting Solicitor, was berm in 
1904, and was educated at Eton anu King’s 
College, Cambridge. He was a partner in 
the firm of Linklaters & Paines, Solicitors, 
from 1936 until he resigned to take up the 
appointment of Principal Assistant to the 
Solicitor, Great Western Railway, in 1945, 
becoming Assistant Solicitor in 1946. In 

April, 1940, Mr. Chitty joined 
the Army and served in various 
staff appointments in this coun- 
try and overseas, retiring with 
the rank of Lt.-Colonel. 


Mr. J. J. Johnston, 
A.M.1.Mech.E., A.M.I.Loco.E., 
Chief Draughtsman, Inchicore 
Works, Coras Iompair Eireann, 
who, as recorded in our May 20 
issue, has been appointed Assis- 
tant Chief Mechanical Engineer, 
C.1.E., was born in Dublin, in 
1904. He joined the former 
Great Southern & Western Rail- 
way in 1920 as a premium ap- 
prentice at the Inchicore Works 
and received his technical train- 
ing in mechanical engineering 
and chemistry at the City of 
Dublin Technical Schools, Bol- 
ton Street. He became Works 
Assistant at the company’s 
Limerick Works, and later Car- 
riage & Wagon Inspector. In 
1930, he joined the drawing 
office and was appointed Assis- 
tant Works Manager at the 
Inchicore Works in 1943; two 
years later he was promoted 
Chief Draughtsman. Among 
the many projects with which 
Mr. Johnston has dealt in 
recent years were the design of 
the Class “ 800” Queen Maeve 
locomotives, the wartime emer- 
gency conversion of coal-burn- 
ing locomotives to oil-burning, 
and the design and introduction 
of diesel-electric locomotives. 


Mr. D. Sheppy, M.1.Loco.E., 
Eastern _ Divisional Motive 
Power Superintendent, Orping- 
ton, Southern Region, British 
Railways, who has retired, was 
educated at Dulwich College, 
and entered the locomotive 
works of the L.B.S.C.R. at Brighton 
as a pupil of Mr. D. Earle Marsh in 1906. 
In 1909, after shop, drawing office and 
footplate experience, he was appointed 
Locomotive Inspector, and afterwards 
Locomotive Foreman of the Croydon 
District. Mr. Sheppy resigned in 1912 to 
become Inspector with the Crown Agents 
for the Colonies, which position he relin- 
quished in 1914 to join the S.E.C.R. as 
Locomotive Inspector. In 1917 he was 
appointed Locomotive Foreman, Ashford 
District, and in 1919 was transferred to 
headquarters as Assistant to the Locomo- 
tive Running Superintendent. In 1923 he 
was appointed Locomotive Running Super- 
intendent, Eastern Division, Southern Rail- 
way, and retained that position (as Divi- 
sional Motive Power Superintendent since 
1945) until his retirement. 

At Charing Cross Hotel recently a pre- 
sentation was made to Mr. Sheppy. The 
chair was taken by Mr. T. E. Chrimes, 
Motive Power Superintendent, Southern 
Region, supported by Mr. O. V. Bulleid, 
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Chief Mechanical Engineer, Messrs. P. 
Nunn and A. Earle Edwards, London East 
and Southern Divisional Superintendents, 
and Messrs. A. Cobb and E. S. Moore, 
retired Motive Power Officers. Apologies 
for unavoidable absence were received 
from Messrs. R. M. T. Richards, V. A. M. 
Robertson, A. E. Hammett, O. Cromwell, 
M. S. Hatchell, L. P. Parker, A. B. 
MacLeod and others. Mr. Chrimes said 
that the gathering consisted of friends and 
acquaintances representing all depart- 
ments in the Region, retired staff, asso- 
ciated Institutions and companies, the 
Ministry of Transport, and trade unions, 
with whom Mr. Sheppy’s relations had 
been so happy. He expressed his personal 
thanks for ail the help received from Mr. 
Sheppy. Mr. O. V. Bulleid said that Mr. 
Steppy had done his job with that apparent 
joy which endeared him to all. Mr. P. 
Nunn pointed out that Mr. Sheppy’s last 
ten years had not been easy, in a division 
bearing the brunt of wartime activities. 
where there had been 73 stations damaged 
and such things to cope with as the 
evacuation from Dunkirk. Mr; FP. L. 
Howard, who is acting as Mr. Sheppy’s 
successor as Divisional Motive Power 
Superintendent, expressed the appreciation 
by his personal staff of Mr. Sheppy’s jus- 
tice, consideration, wise counsel and un- 
failing good humour. Mr. Sheppy, reply- 
ing, said he felt overwhelmed with the 
words of appreciation he had heard that 
afternoon, and expressed hearty thanks to 
all present. 


Mr, J. R. Hind, A.M.Inst.T., who is 
Puplic Correspondence & Suggestions 
Officer, Railway Executive, joined the 
North Eastern Railway at Newcastle, in 
1910, and in 1915 was appointed Personal 
Assistant to the General Manager, N.E.R.., 
at York and 4, Cowley Street, Westminster, 
dealing with confidential, staff and parlia- 
mentary matters. After the formation of 
the L.N.E.R., he was selected to inau- 
gurate the Press Section of the Chief 
General Manager's Office at Kings Cross 
in 1924. In 1931 he was appointed British 
Railways’ Press Officer and a member of 
the Advertising & Public Relations Com- 
mittee, acting as spokesman to the press 
on all matters affecting the British Rail- 
ways, the Railway Companies Associa- 
tion, Railways Staff Conference and Rail- 
way Clearing House. Before the outbreak 
of war in 1939, he was actively engaged 
with the Square Deal Campaign, and was 
appointed to the staff of the Railway 
Executive Committee at their headquarters, 
serving in London throughout the emer- 
gency 1939-1944. He was re-appointed 
British Railways’ Press Officer at Palace 
Chambers, Bridge Street, Westminster, in 
1944, and in 1948 joined the Railway Execu- 
tive staff under General Sir William Slim. 
Mr. Hind is author of the “ Book cf the 
Railway,” and has assisted numerous 
authors, broadcasters, film producers and 
lecturers. He has produced colour films, 
filmslides, and so on, and visited railways 
in the United States and on the Continent. 


Mr. C. S. Lock, Press Officer, Railway 
Executive, joined the G.W.R. in 1921 after 
service in the Honourable Artillery Com- 
pany during the first world war. After 
gaining station experience, he spent four 
years in the Advertising Department 
before taking charge of the Press Office in 
1927. For the last 22 years, he has been 
actively and continuously associated with 
the press, both during civil life and in the 
Forces. During the second world war, he 
served from 1939 to 1945 in France, North 
Africa, Malta and Italy, and became 
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Deputy Assistant Director of Public Rela- 
tions, with the rank of Major. He was 
mentioned in despatches for service in con- 
nection with transmission of war corre- 
spondents’ press copy from the front line. 
He was appointed Press Officer, G.W.R., in 
1945, and on nationalisation was loaned to 
the Railway Executive to assist in setting 
up the Press Office. In January, 1948, he 
was appointed Press Officer, Railway 
Executive, which position he retains in the 
new organisation. 


Mr. F. D. Y. Faulkner, who, as recorded 
in our April 22 issue, became Assistant 
Publicity Officer, Railway Executive, under 
the new organisation, entered the service 
of the L.N.W.R. in 1916, in the General 
Manager’s Office. He saw service with 
H.M. Forces during the 1914-18 war and 
on his return was transferred to the Dis- 
trict Superintendent’s Office. Euston, to 
gain station and district experience. In 
1923 he went to the. Passenger Commercial 
Superintendent’s Office at Euston and 
joined the staff of the Publicity Depart- 
ment, L.M.S.R., in 1925. Mr. Faulkner 
served in the Home Guard from 1940 to 
1944 and attained the rank of Major. 
During the early part of 1947 he was ap- 
pointed Assistant to the Chief Commercial 
Manager (Trade Advertising), L.M.S.R 
and in February, 1948, was appointed to 
the staff of the Railway Executive in the 
capacity of Assistant Advertising Officer. 


Mr. W. C. Brudenell, Editor, British 
Railways Magazine, Railway Executive, 
joined the L.N.W.R. in 1915 and_ until 
joining the Forces in December, 1917, was 
attached to the Editorial Office of the 
L & NW. Gazette. During 1918 and 
1919 he served in the Royal Flying Corps 
and R.A.F. as an Observer, for a time with 
the Independent Air Force. On his return 
from the Forces, he served in. the Publicity 
Department of the L.N.W.R. After gain- 
ing experience in all phases of advertising 
and publicity work, Mr. Brudenell was 
made responsible to the Publicity Officer 
for press editorial work in 1927. In 1932 
he was appointed Head of the Propaganda 
Section of the Department and in 1933, 
on the decision of the L.M.S.R. to set up 
its own film unit, this new activity was 
made a part of the Propaganda Section’s 
work. This was the first film unit to be 
established on the railways. When in 
1934, two newspapers, On Time and Quota 
News, designed to increase staff efficiency, 
were produced, Mr. Brudenell was made 
responsible for their issue. In 1939, he 
was loaned to the Northern Ireland rail- 
ways to conduct an advertising and pub- 
licity campaign designed to make known 
the effects on railway transport of the 
recommendations of a Select Committee of 
both Houses of the Northern Ireland Par- 
liament. In 1946, with the adoption by 
the L.M.S.R. of a big film development 
programme, he was appointed Assistant to 
the Advertising & Publicity Officer for 
Films & Photographs. In October, 1948, 
Mr. Brudenell was appointed to the Rail- 
way Executive as Editor, British Railways 
Magazine. 


Mr. J. Masterton. who, as recorded in 
our April 22 issue, is Assistant for Films 
& Photographs, Railway Executive, en- 
tered the service of the S.E.C.R. in 1910 
at Ashford, where he received general en- 
gineering training at the Chief Mechanical 
Engineer’s Works. During the 1914-18 
war he served in the East Kent Yeomanry 
and the Royal Engineers. After the war 
he returned to the C.M.E. Department 
and. for four years, served as an Inspector 
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of Materials. In 1926, Mr. Masterton 
was appointed Outdoor Carriage & Wagon 
Assistant to the Chief Mechanical Engi- 
neer, Southern Railway. During his time 
with the Carriage & Wagon Department, 
Mr. Masterton was responsible for intro- 
ducing films as a means of training his 
staff, a subject in which he had always 
been interested. In April, 1936, when an 
expansion of the film and photographic 
work of the Southern Railway was con- 
templated, he was selected to take charge 
of the work and was appointed Photo- 
graphic Assistant to the Public Relations 
Officer. The Southern Film Unit, formed 
in that year, has been responsible for 
many documentary and staff training films, 
and. under his guidance, a large and com- 
prehensive library of photographs was 
built up. Mr. Masterton’s appointment as 
Rilm & Photographic Assistant to the 
Public Relations Officer, Railway Execu- 
tive, followed in October, 1948. 


Mr. H. J. G. Francis, who, as recorded 
in our April 22 issue, is Advertisement 
Display Officer, Railway Executive. en- 
tered railway service in the Office of the 
Superintendent of the Line, Great North- 
ern Railway, early in 1910, and was trans- 
ferred to the Advertising Department. a 
ftw months later. He was one of the 
foundation members of the Commercial 
Advertising Department of the G.N.R. 
During the 1914-18 war he saw service 
with the Honourable Artillery Company 
and on return gained experience in all 
sections of commercial advertising work, 
becoming chief clerk of the department in 
1930 and Commercial Advertising Agent, 
L.N.E.R., in 1943. Mr. Francis was ap- 
pointed Assistant Commercial Advertising 
Officer, Railway Executive, in 1948. 


Mr. A. T. Salmon, who. as recorded in 
our April 22 issue, is Production Assistant 
to Publicity Officer, Railway Executive, 
joined the service of the Great Central 
Railway in November, 1919, and until the 
amalgamation in 1923, was employed in 
the Chief Goods Manager’s Office. He 
later transferred to the Managing & 
Salaried Staff Section of the Chief General 
Manager’s Office, L.N.E.R. From 1930 to 
1940 he served successively in the Conti- 
nental, Holiday Resorts and General 
Facilities Sections of the Advertising 
Manager’s Office, Marylebone. After a 
further period of nineteen months in the 
Chief General Manager’s Office. H.Q.1, he 
was appointed to a staff clerk’s post in the 
Divisional General Manager’s Office, Edin- 
burgh, and in October, 1946, became Chief 
Staff Clerk to the Superintendent, Loco- 
motive Running Superintendent & Passen- 
ger Manager, Scottish Area, L.N.E.R. Mr. 
Salmon remained in Edinburgh until the 
end of January, 1949, when he was loaned 
to the Railway Executive. 


OLD PERNAMBUCANOS DINNER 

The second re-union dinner of Old 
Pernambucanos took place recently at 
Charing Cross Hotel. Mr. Frank Ellis 
presided, and also present were Viscount 
Bridgeman, Dr. Manoel de Azevedo Leao, 
and Messrs. R. H. Bradford, W. M. Cod- 
rington, Conrad Davies, F. B. Fellows, 
R. N. C. Fenton, Ernest Graham, George 
Ingram, H. D. Jones, J. A. Maitland, J. 
Newman Ellis, Bertram Pease, James 
Storar and Geoffrey Tomkinson. Mr. 
Bertram Pease proposed the toast of the 
“Great Western of Brazil Railway,” to 
which Mr. Codrington responded. Vis- 
count Bridgeman proposed the toast of 
“ Anglo-Brazilian Friendship.” and Dr. 
Manoel de Azevedo Leao replied. 
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New Ship for L.M.R. Irish Service 


Inaugural cruise of the m.v. 


On Thursday, May 26, the new mv. 
Cambria, which was described and illus 
trated in our last week’s issue, made an 
inaugural cru:se between Holyhead and 
Dun Laoghaire and back. Mr. G. L. 
Darbyshire, Chief Regional Officer, London 
Midland Region, and a number of L.M.R. 
Otficers and guests, travelled from Holy- 
head to Dun Laoghaire, where representa- 
tives of the Irish government, of railways 
and transport companies in Ireland, and of 
Irish civic and commercial interests came 
aboard. 


Dur.ng the afternoon the Canzbria 
cruised in the Irish Sea before returning to 
Holyhead. A luncheon was hela on board 
at which Mr. Daroyshire presided. Among 
those present were: 


Messrs. R. Bagwell, Assistant Chief Com- 
mercial Manager, London Midland kKegion; 

‘ Brougnton, trish Trattic Manager, 
London Midiand Region; J. Bruton, Chair- 
man, Dublin Porn «& Docks Board: T. C 
Copland, Superintendent Marine Engineer. 
London Midland Kegion ; O. H. Corble, Chiet 
Officer (Marine), Railway Executive; T. C. 
Courtney, Chairman, Coras lompair Eireann ; 
G. L. Darbyshire, C.B.E., Chief Regional 
Officer, London Midland Region; George 
Dow, Public Relations & Publicity Officer, 
London Midland Region; J. Everett, Minister 
of Posts & Telegraphs, Dublin: P. Faulkner, 
Under-Secretary (Marine), Ministry of Trans- 


port; F. H. Fisher, District Trattic Superin- 
tendent, Chester, London Midland Region: 
W. R. Fox, 


Inspector of H.M. Waterguard, 
Holyhead; Sir Cornelius Gregg, K.C.B 


ex-Chairman, Poard of Inland Revenue: 
Messrs. A. E. Hammett, London Midland 
Region: D. R. Heard, General Manager. 


British & Irish Steam Packet Company: G. B. 
Howden, General Manager, G.N.(1.) Railway : 
Captain W. H. Hughes, D.S.C., London Mid- 
land Region; Sir Gilmour Jenkins, K.C.B., 
K.B.E., Permanent Secretary, Ministry of 
Transport; Mr. J. Leenane, London Midland 
Region; Lady Megan Lloyd George, M.P.: 
Captain K. N. Mackenzie, Marine Superin- 
tendent & Harbour Master, Holyhead; Cap- 
tain A. Marsh, London Midland Region: 
Colonel B. S. Millard, Coast Lines Limited ; 


Messrs. G. Morten, C.B.E., Chief Financial 
Officer, Railway Executive: W. F. Quinlan, 
Chairman, Irish Tourist Board; Captain 


W. L. Sinclair, Chief Marine Superintendent, 


** Cambria’ 


London Midland Region; R. W. Sinnoti, 
British & Irish Steam Packet Comnany; G. R 
Smith, London Midland Region: R. A. 
Smyrk, Thos. Cook & Son Ltd.; J. B. 
Stephens, Deputy Chairman, G.N AI.) Raul- 
way: J. W. Tonge, London Midland Region: 
F. S. Veltom, Traffic Manager for Ireland, 
Western Region; A. Walsh, International 
Travel Bureau: P. Wharton, Coast Lines 
Limited; S$. Williams, London Midle ind 
Region; Sir William V. Wood, K.B.E., Mem- 
ber, British Tiansport Commission 

Mr. Darbyshire, in welcoming the guests, 
said that the new vessel. which was the 
second of two 5.000-ton motor ships built 
by Harland & Wolii Limited for the 
London Midland Region of British Rail- 
ways, was about to be placed in regular 
service between Holyhead and Dun Laog- 
haire. Her sister ship Hibernia had been 
commissioned last month. They were the 
two largest cross-channel vessels operating 
in the British Isles. Each could carry 2,000 
passengers—750 first and 1,250 third class. 
It was hoped that the additional accommo- 
dation provided would help to overcome 
the necessity for sailing tickets. He was 
glad to have Sir William Wood among the 
guests, for as President of the former 
London Midland & Scottish Railway Com- 
pany he had been responsible for recom- 
mending to his Board of Directors that an 
order should be placed for the building of 
these two vessels. The Master of the 
Cambria, Captain Hughes, had served 35 
years in the Holyhead- Dublin service. 

Sir William Wood said that ever since 
the railway had begun to operate a sea 
service between Holyhead and Ireland i 
August, 1848, there had been a Cambria 
on the route. The present was the fourth 
of her line, and a great improvement on 
her predecessors. The vessel she was re- 
placing had been commissioned in 1921, 
and had given 27 years good service. 

Lady Megan Lloyd George, who re- 
sponded for the guests, complimented 
British Railways on the high standard of 
comfort achieved in the Cambria, and re- 
called that she represented the constituency 
in which Holyhead was situated. The 
(Gaelic peoples, as represented by the 
Irish and Welsh, had much in common. 
She was all in favour of inter-communica- 





Mr. G. L. Darbyshire, Lady Megan Lloyd George, Sir William Wood 
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tion between peoples, and the Cambria 
would help to this end. 
Mr. J. Everett, Irish Minister for Posis & 


Telegraphs, said that x had 


terest in the new vessel, 


a direct in 


for « hg carriage of 


mails had been an integral part of the ser- 
vice between Holyhead and Ireland since 


it was first started. 
new ship. 


Restaurant 


Buffet 


He too welcomed :he 


Car Sets for 


British Railways 


(Continued 


from 


page 609) 


broken by light figured-oak framing. The 
buff plastic is also used on the table tops 
edged with aluminium. with plastic inserts, 

The roof of the car continues the half- 


timbered effect used 


in the Tavern Car, 


except that the modern effect is obtained 
by the use of light figured-oak instead of 


dark oak. 


The oak used in the beams in 


both cars has been seasoned at Eastleigh 
Works for twelve years, 


To give the 
sengers and staff, 
possible is carried 


of the coach below floor level. 


maximum 
as much apparatus as 


room to pas- 


underframes 
This in- 


in the 


cludes the water tanks, oil gas containers. 
and electrical units for lighting, ventilation 


and refrigeration. 


The water is raised to 


kitchen sink level by air pressure. 
The bodies of both the Tavern and the 
restaurant car coaches are of timber con 


struction with steel 
contour with 


closely to the British 
profile for new stock. 
and bogies 


underframes 


panels. 
its curved sides, 


The exterior 
conforms 
Railways standard 
The design of 
conforms to 


Southern Region practice. 


In accordance with 


the new British Rail- 


ways standard, the cars are equipped with 


Pullman-type vestibule with automatic 
buckeye couplers. Each vehicle is 
64 ft. 6 in. long. The weight of the 


Tavern Car is approximately 41 tons. 


Materials and 


equipment 


have been 


supplied by the following contractors: 


Outside steel amend 

Doors 

Glass a 

Holoplast for lavatory , 

Insulatiow board for back- | 
ing Formica panels 


Ventilators 


Formica for interior panels 


Kitchen equipment 


Refrigerators ove , 

Lighting equipment and 
dynamo 

Pressure ventilation 

Fans oss 

Tapestry for upholstery a 

Carpets “ 

Linoleum 


Light fittings for ta tavern bar ’ 


Swing doors 

Draught screens ... 

Holoplast for kitchen 

Oak veneered aluminium 
panels 


Fluorescent light fittings 

Dynamo for fluorescent 
lighting 

Oak veneered ply for in- 
terior panels 

Glazing rubber 


Lavatory flushing gear .. 
Lavatory pedestal and basin 
Sliding door runners 


Bottle racks “ 
Electrical fittings (various) 


Water heaters 
Brake cylinders 


Coffee machine and hot 
water supply fittings 
Tiled flooring in kitchen 

and pantry 
Steel roller shutters 


Fisher & Ludlow Limited 
Pilkington Bros. Ltd. 


W. A. Bonnell (1924) 
Limited 


) Henry Hope & Sons Ltd. 


Hallam, Sleigh & Cheston 


Limited 


} Gibbons Limited 


Thos. De La Rue & Co. Ltd. 

Crittall Kitchen Equipment 
Co. Ltd. 

Prestcold Limited 


J. Stone & Co. Ltd. 


"T. F. Firth & Sons Ltd. 


J. Williamson & Son Ltd. 
F. H. Pride Limited 


Metropolitan Plywood 
Company 


Aeronautical & Panel Ply- 
wood Co. Ltd 

British Thomson-Houston 
Co. Ltd., and 

Metropolitan-Vickers Elec- 
trical Co. Ltd. 

W. W. Howard Bros. & Co. 
Ltd. 

George Spencer, 
& Co. Ltd. 

A. G. Wild & Co. Ltd 

Doulton & Co. Ltd. 

Beckett, Laycock & Wat- 
kinson Limited 

Baddesley Ennel Limited 

British Electrical & Manu- 
facturing Co. Ltd. 

W. M. Still & Sons Ltd. 

Westinghouse Brake & 
Signal Co. Ltd. 

W. M. Still & Sons Ltd. 


Moulton 


Carter & Co. (London) Ltd. 
Haskins 
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Electric Equipment Industry 
at Motherwell 


Jiversification of industries locally is 
recognised as eminently desirable in order 
to improve the balance of available labour 
and secure maximum production. Asso- 
ciated Electrical Industries Limited has 
recently made a usefui contribution in this 
direction by the establishment at Mother- 
weii, Lanarkshire——hitherto primarily con 
cerned with the heavy steel trade—of a 
factory for the production of relatively 
light electrical equipment. 

modern-type single-storey plant, built 
in 1944 on a site of 23 acres and used by 
the Ministry of Supply as a textile salvage 
depot, has been transtormed into a centre 
for the manufacture of electricity meters, 
relays, and instruments, and of X-ray 
apparatus. . 

The two groups are allied but dis- 
tinct; the one is a factory of the instru- 
ment and meter department of the Metro- 
politan-Vickers Electrical Co. Ltd.;-and the 
other is the works of a new organisation, 
Newton Victor Limited, formed to combine 
the X-ray apparatus manufacture of the 
Metropolitan-Vickers firm, the activities of 
Victor X-Ray Corporation (a direct branch 
of the General Electric Compary ol 
America), and the old-established scientific 
instrument manufactures of Newton & 
Wright Limited. 

The re Tg with a floor area of 
300,000 sq. ft., have been well equipped 
with modern machine tools, automatic and 
other appliances, and already provide 
employment for 600 workers. By Decem- 
ber the employees are expected to reach 
750, and ultimately about 2,000 will be 
necessary. The X-ray appliances being 
produced are intended for both industrial 
and medical work. At present the largest 
unit is designed for 250,000 voits, which is 
sufficient to penetrate 34 in. of steel, but 
units for 1,000,000 volts and more are soon 
to be produced. This is particularly oppor- 
tune, for industry is becoming more and 
more alive to the use of X-rays, both as a 
production tool and a research instrument. 
They are recognised as a most important 
means of non-destructive testing of 
materials and fabrications. 
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It is expected that the products of the 
Motherwel! factery will greatly help to 
remedy the domination of the X-ray 
market by imported apparatus of this kind, 
and will, in due course, develop an export 
trade in British-made cquipment. 





International Railway Congress 
Association 


At the enlarged meeting of the Perma- 
nent Commission of the International 
Railway Congress Association, whick is 
being held at Lisbon from June 1 to §, 
reference to which was made in an 
editor al article in our March 18 issue, the 
proceedings are being conducted in three 
sections, each discussing the reports pre- 
sented on specific questions. We give 
beiow a list of tie questions and reporters. 

Section 1: Way and Works 

(a) Mechanisation of the maintenance and 
ienewal of the permanent way; (4) recent im- 
provements relating to reinforced concrete and 
pre-stressed concrete sleepers ; results obtained : 
(c) recovery and strengthening of metal bridges 
that have reached the theoretical limit of 
safety. 

Reporters. 
V. A. M. Robertson, 
British Railways, 


English-speaking countries: Mr. 
Chief Civil Engineer, 
Southern Region. Other 
countries: M. L. Mucherie, formerly Ingénieu: 
en chef, chef de la Division de l’Entretien du 
Service de la Voie et des Batiments, Région 
du Sud-Quest, French National Railways: M. 
Gonon, Ingénieur en chef, chef . la Divi- 
sion de lEntretien du Service de la Voie et 
des Batiments, Région du Nord, French 
National Railways; M. Cassé, Ingénieur a la 
Division des Ouvrages d’Art, French National 
Railways. 


Special Reporter-—M. Jlingénieur José 
Chedas Bogarim, chef de répartition a la 
Direction Générale, Portuguese Railways. 


Section 2: Locomotives and 
Rolling Stock 

Electric locomotives for fast 

m.p.h. and over). Discussion of adopied and 

projected types. (1) arrangement of the axles: 

(2) type of axle drive: (@) motor suspended 

from the nose; (5) flexible transmission; (3) 
electric motor characteristics: (4) braking. 


trains (75 





Mr. Oliver Lyttelton, Chairman A.E.1., 


General Manager, M.-V. 


E., and Mr. J. E. 


Mr. E. W. Steele, Director & 


A. Heale, Superintendent 


of the Newton Victor factory, inspecting a special Metrovick coil-winding 
machine 
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oi" ters—English-speaking countries: Mr. 

A. Dalton, Chief Electrical Engineer, South 
ye Railways. Other countries: Dr. ing. 
E. Meyer, peg ceed en chef adjoint de la 
Di vision de la Traction et des Ateliers, Swiss 
Federal Railways 

Special Reporter—M. YVingénieur Alfredo 
D’Arbela, Inspecteur en chet du Service du 
Matériel et de la Traciion, Italian State Rail- 
ways. 


Section 3: Working 

Transport of miscellaneous goods. Concen- 
tration in a certain number of selected centres 
(stations) of miscellaneous traffic, transport by 
rail between centre stations, by road or rail 
between the originating points and the nearest 
centre station, and also io the lasi centre sta- 
tion near the destination. Interest of the 
scheme for the conveyance of goods traffic 
Orgaiiisation of ihe station centres and of the 
collection and delivery services. Financial 
results of the scheme. 

Reporters—English-speaking countries: Mr. 
P. H. Sarma, Director of Wagon Interchange 
and Gereral Secretary of the Indian Railway 
Conference Association. Other countries: M. 
Moulart, Ingénieur en chef au Service de 
Exploitation, Belgian National Railways. 

Special Reporter—Dr. Joao Faria Lapa, 
chef de la Division Commerciale, Portuguese 
Railways. 


Locomotive Shedmasters’ 
Conference 


fhe Motive Power Department, British 
Railways, Eastern Region, held a further 
shedmasters’ conference from April 20 to 
April 22 at the St. Ronans Staff Training 


Centre, Hadley Wood. Mr. L. P. Parker, 
Motive Power Superintendent, Eastern 
Region, opened the conference; the Chair 


ra the first two sessions was taken by Mr. 
R. L. Vereker. District Motive Power 
Superintendent, Ardsley, and afterwards by 
a different member of the conference at 
each session. 

In addition to the papers on purely 
motive power matters, three addresses were 
given by railwaymen from other — 


ments. The full programme was as 

follows :— 

Session | ; 
Chairman: Mr. R. L. Vereker, District Motive Power 


Superintendent, Ardsley 

Paper: ‘‘ The Relationship between the Operating 
and Motive Power Departments,”’ by Mr. J. Royston, 
Assistant Divisional Operating Superintendent 
(Western Division), Eastern Region 


Session 2 
Chairman: Mr. R. L. Vereker, District Motive Power 
Superintendent, Ardsley 
Paper : Locomotive Valve Gears,’ by Mr. B. 
Adkinson, District Motive Power Superintendent, 
Doncaster 
Session 3 


Chairman: Mr. W. E. Atkinson, Locomotive Shed- 
master, Frodingham 

Paper: ‘‘ Gleanings from the Staff Office,” by Mr. 
H. Stopford, Staff Assistant to Motive Power 
Superintendent, Eastern Region 


Session 4 
Chairman: Mr. J. L. Smith, Locomotive Shedmaster, 
Grantham 
Paper : ‘Metallurgy with gy aN reference to 


material failures on Locomotives,’ by Mr. C. Dins- 
dale, Metallurgist, Chief Goa Department, 
Doncaster 
Session 5 

Chairman: Mr. H. W. Charles, Assistant Motive 
Power Superintendent, Colwick 

Paper: ‘Stores with special reference to Motive 
Power Department,”’ by Mr. J. Blundell, District 
Motive Power Superintendent, Peterborough 


Session 6 
Chairman: Mr. W. D. Dixon, Locomotive Shed- 
master, Immingham 
Paper: ‘“‘ Signals and rules relating to protection of 
Trains,"’ by Mr. J. Jenkins, Chief Locomotive 
Inspector (Western Section), Eastern Region 


Session 7 
Chairman: Mr. H. Bell, Assistant District Motive 
Power Superintendent, Gorton 
Paper: ‘‘ Locomotive Design,’” by Mr. R. Burton, 
Draughtsman, Central Drawing Office, Doncaster 












620 


Staff & Labour Matters 


Eastern and North. Eastern Regions 
Lodging Turns Dispute 


At a meeting between the Railway Exe- 
cutive and union leaders on May 25, which 
we reported briefly last week, an assurance 
was given that the unions would advise 
their members to take duty on Sunday, 
but this advice unfortunately was ignored, 
with the result that on May 29 many loco- 
motive drivers and firemen in the Eastern 
and North Eastern Regions of British 
Railways staged a further 24-hour token 
strike in protest at the re-introduction of 
lodging turns on east coast long-distance 
trains. 

On Sunday the Railway Executive issued 
a statement expressing great regret at the 
inconvenience and delay which had been 
caused to the travelling public by a large 
number of drivers and firemen not report- 
ing for duty. This statement continues: - 

“In previous statements on this subject 
the Railway Executive has been most 
anxious to avoid any expression of fact or 
comment which might prejudice negotia- 
tion or which might hamper the unions 
in their dealings with their members. In 
view of what has transpired this week 
end, however, the Railway Executive con- 
siders it only fair to the travelling public 
that it should be made aware of the fol- 
lowing facts in connection with the refusal 
of certain enginemen in the North Eastern 
and Eastern Regions to undertake lodging 
<4 

The working of lodging turns is a 
me ‘established feature of main line rail- 
way practice recognised and confirmed by 
national agreement between the former 
railway companies and the trade unions. 

“2. It is essential to the efficient and 
economical working of long-distance rail- 
way traffic, and is particularly important at 
the present time, when British Railways are 
striving to restore pre-war standards of ser- 
vice, and to provide the most comfortable 
travel for passengers and the most expe- 
ditious transit of freight. 

“3. Lodging turns affect only a small 
proportion of the staff and are not in any 
way excessive in their frequency. (Out of 
5,430 drivers and firemen at 12 depots con- 
cerned with express services on the Kings 
Cross and Edinburgh route only 96 men 
or 1.8 per cent. are involved in lodging. 
Average frequency of lodging for the 96 
men is equal to about one night per week.) 

“4. The Railway Executive has not 
sought to introduce fresh lodging turns 
without adequate notice being given 
through the men’s accredited representa- 
tives, nor without proper lodging accom- 
modation being available. Expenses 
allowed for lodging have recently been 
increased. 

“In expressing regret for the inconveni- 
ence caused to the public by the irregular 
obstruction by a section of the staff of the 
reasonable application of a necessary and 
agreed principle, the Railway Executive 
points out that to abandon this principle 
would be to subordinate the efficiency and 
economy of the public service to the per- 
sonal feelings of those railwaymen whose 
duty it should be to operate that service 
in the public interest.” 


Lodging Turns System 


On the same day. May 29, the Railway 
Executive issued a memorandum explain- 
ing that workings of locomotives and their 
crews are based on motive power depots. 
As far as possible, the working of engine 
crews is so designed that the men start 
their turn of duty at their home depot and 
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return there by the expiry of their recog- 
nised turn of duty—between 8 and 9 hours. 
This is achieved, either by working an out- 
ward trip to a point ftom which they can 
return with the same or another locomo- 
tive to the starting point by the time 


required, or by working a longer outward 


trip and then returning to their home depot 
as passengers. 

There are many instances where the out- 
ward trips have to be kept uneconomically 
short if the men are to work another train 
home within the time required, while to 
bring men home as passengers when they 
are being paid for working is wasteful of 
both money and manpower. Moreover, the 
stopping of long-distance trains inter- 
mediately for the sole purpose of changing 
enginemen slows down traffic, wastes line 
capacity, and, by reason of the ample 
margins which have to be allowed to 
ensure that a train shall not be held up 
waiting for a relief crew, is again wasteful 
of manpower. In the case of long- 
distance passenger trains which already 
may be fully loaded with through passen- 
gers, the convenience and comfort of the 
public may be affected by the unnecessary 
congestion caused in trains that would not 
otherwise stop. 

For these reasons, the practice,of work- 
ing locomotives over as long distances as 
practicable by a single crew, who lodge at 
the end (or at a convenient stage of) the 
journey, and return home next day, is an 
important factor in sound railway working; 
the same principle also applies to the 
rostering of guards. 

The long-established principle of lodg- 
ing turns was confirmed by the National 
Agreement (1919) with the trade unions, 
and prior to the outbreak of war in 1939, 
the system was in widespread use. As a 
temporary expedient during the war, how- 
ever, the former railway companies greatly 
reduced the number of lodging turns, 
according to the circumstances of each 
route, in order to spare men the anxiety 
of being away from home during enemy 
air raids, and owing to wartime difficulties 
in feeding and private lodging arrange- 
ments. 

With the return of more normal condi- 
tions, and with the extensive provision of 
railway hostels, the railway companies and, 
latterly, the Railway Executive have sought 
to restore lodging turns where necessary in 
order to assist the restoration of more effi- 
cient and economical working, the latter 
aspect being particularly important in view 
of the higher costs of labour and materials 
and the shorter working week introduced 
in 1947, 

In May, 1948, the Railway Executive 
met the trade unions concerned (the 
National Union of Railwaymen and the 
Associated Society of Locomotiye Eng!- 
neers & Firemen) and undertook a new line 
of approach. This had two main features: 
(a) willingness to consider reduction of 
lodging turns on slow-moving trains, and 
(b) the definite statement that lodging turns 
on high-speed long-distance non-stop 
trains, both passenger and freight, were 
an essential feature of railway working, 
and that if the Railway Executive were to 
provide the facilities necessary to the 
travelling and trading public, certain fresh 
lodging turns would be needed on these 
types of train. 

The Railway Executive has been pre- 
pared to discuss with the unions the opera- 
tion of the arrangement of the lodging 
turns before putting them into operation 
It is felt that much of the opposition to 
lodging turns arises from the fear that any 
large extension of such turns will create 


redundancy. The Railway Executive states, 
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however, that the working of lodging turns 
does not in itself of necessity lead to 
redundancy. 

An essential principle in framing lodging 
turns is that the men should be away from 
home as short a time as practicable con- 
sistent with proper rest at the “away” 
terminal. In a typical case (one of the 
turns which the Gateshead men have 
refused to work) the crew would have been 
7 hr. 27 min. on duty on the outward 
journey; 13 hr. 45 min. resting in London: 
and 7 hr. 20 min. on duty on the return 
trip—a total time of 28 hr. 32 min. away 
from home. ’ 

For the purpose of engine working, the 
crews are arranged in “ links,” the duties of 
the men in each “ link” changing weekly 
in rotation, and, by agreement with the 
men, the lodging turns are confined to 
specified “ links.” Thus, at the two depots 
(Heaton and Gateshead) primarily involved 
in the present dispute, only 26 men out of 
an aggregate of 924 would have been 
required to work lodging turns. The aver- 
age frequency of lodging would have been 
eight nights away from home in six weeks 
in the case of the Heaton men, and seven 
times in seven weeks in the case of the 
Gateshead men. 

Enginemen working long distances 
receive additional payment beyond their 
normal pay. They are paid on “ mile- 
age ” rates, the first 140 miles being con- 
sidered equal to 8 hours, and subsequent 
mileage at the rate of 15 miles equalling 
one hour’s pay. In addition to pay, each 
man receives a special lodging allowance 
to cover cost of hostel accommodation and 
meals: this allowance is based on length 
of time away from home. Within the past 
three weeks the Railway Executive has 
aaedeal an amendment to the National 
Agreement, granting increased lodging 
allowances, the N.U.R. and AS L.E.F. 
being parties to this amendment. In the 
case of the Heaton and Gateshead lodging 
turns now under discussion, the allowance 
would be 9s. a man for each round trip 
The normal charge in railway hostels is 
ls. for a bed and Is. for each main meal. 

Normally, men booked on lodging turns 
are accommodated at official railway 
hosie!s, equipped with modern conveni- 
ences and suitable amenities for relaxation 
and refreshments. Where suitably hostels 
are not available and private accommoda 
tion has to be used for new turns, the dif- 
ference in cost is paid by the Railway Exe- 
cutive. It was proposed that the Heaton 
and Gateshead men would lodge at the 
official British Railways Hostel at Kentish 
Town, London, N.W. 


Railway Executive Proposals 

At a meeting on Tuesday with the 
National Union of Railwaymen and_ the 
Associated Society of Locomotive Engi- 
neers & Firemen, the Railway Executive 
put forward proposals for joint action with 
the two unions, which the Executive hoped 
might lead towards the immediate cessa- 
tion of unofficial withdrawals of labour by 
motive power staff on Sundays in the 
Eastern and North Eastern Regions of 
British Railways. 

The proposals made by the Railway 
Executive were :— 

1. Exhibition to staffs at motive power 
depots concerned of a notice setting out 
the conditions under which iodging away 
rom home will apply on the East Coast 
route. This notice would have been signed 
jointly on behalf of the Railway Executive 
and the trade unions. 

2. Formation of a small committee of 
union and Executive representatives to 
examine all rosters which involve addi- 
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tional lodging. (East Coast turns of duty 
to be examined first.) 

3. Representatives of the two unions 
and of the Executive to address meetings 
of local representatives of the staff con- 
cerned in the area involved. 

The meeting was adjourned to enable the 
union represeatatives to consider these pro- 
pusals. Subsequently. however, intimation 
was received froin the N.U.R. that it 
“ regretted its inability to take any further 
action at this juncture.” 

In these circumstances, the Railway 
Executive proceeded on its own initiative 
with the following announcement to the 
staff concerned in order to remove any pos- 
sible misapprehension of a large scale 
extension of the lodging principle. This 
announcement to the staff was displayed on 
Wednesday at all motive power depots in 
the affected area: 

* The Railway Executive desires to 
advise all enginemen and guards concerned 
that the principle of lodging needs to be 
operated under the conditions set out 
below. In coming to this decision it is not 
intending to disturb any existing lodging 
arrangements but in re-intreducing lodging 
on the East Coast route it will be governed 


by the following conc.tions only, which 
vill NOT be extended. 
“1. Long-distance travel, by passenger 


train, giving a through non-step service, 
thereby earning the appreciation of the 
travelling public, and creating prestige for 
the industry. 

“2. Long-distance movement of im- 
portant freight traffic. conveyed by fitted 
or partially-fitted freight trains, ensuring a 
fast over-night service, with a one day 
delivery. 

3. To cover special workings, such as 
excursions, where owing to the short lay- 
over time, particularly on Sundays, it is 
nut possible to provide adequate relief.” 


N.U.R. Wage Claim 

Representatives of the National Union 
of Railwaymen went to the Ministry of 
Labour on Thursday, May 26, to discuss 
with Mr. George Isaacs, Minister of 
Labour, and Sir Robert Gould, Chief 
Industrial Adviser, their application for a 
flat-rate increase of 10s. a week for all 
salaried and wages staff, and payment of 
time-and-a-quarter for all time worked 
between 12 noon and 12 midnight on 
Saturdays, irrespective of overtime and 
night duty enhancements. No statement 
was issued after the discussions, but a 
special meeting of the union’s executive 
committee was convened later to consider 
the position. 

On Menday ithe Railway Executive 
offered to resume negotiations with the 
N.U.R. and the other railway trade unions, 
signatories to the various agreements affect- 
ing rates of pay and conditions of service. 
The Executive gave to the unions a broad 
indication of the extent to which it was 
prepared to discuss both minimum rates 
and other outstanding matters. This offer 
of a meeting was accepted by the N.U.R. 


“Go Slow” Working 

On Tuesday, May 31, goods and cartage 
staff at Manchester, London Road Goods 
Station, London Midland Region, and 
Nine Elms Depot, Southern Region, de- 
cided to work to rule and not to work 
overtime or tonnage bonus schemes. 
These methods were adopted because the 
men were dissatisfied with the progress of 
the wage negotiations. 

The N.U.R. instructed its members con- 
cerned to .esume normal working and 
meetings were arranged to take place at the 
depots concerned as a result of which it 
was hoped to end the * go slow ™ methods. 


.Lab.) on May 
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By Wednesday, June 1, five more depots, 


Bricklayers Arms, Woolwich Goods, 
Southwark, Mint Street, and Sheffield 
(Wicker), had joined in the “go slow” 


working. 


Questions in Parliament 


Berlin Railwaymen’s Strike 

Mr. W. T. Scott-Elliot (Accrington 
26 asked the Secretary of 
State for Foreign Affairs whether he 
would make a statement about the recent 
shooting of German railway workers 
within the British sector of Berlin by 
Soviet-controlled police. 

Mr. C. P. Mayhew 
Under-Secretary of State 
Affairs), in a written answer. 
railwaymen in the Western 
Berlin came out on strike 
in response to an appeal from the 
Western sector trade union organisation. 
The strike was organised primarily as a 
result of the refusal of the Soviet-con- 
trolled railway administration to pay in 
Westmarks the wages of the railwaymen 
who live and work in the Western sectors, 
thereby causing serious hardship to the 
workers concerned. The Soviet-controlled 
railway administration refused to negotiate 
direct with the trade union representing 
these workers and prolonged negotiations 
with the legal Magistrat proved abortive. 

The railways throughout Berlin have, 
as a matter of geogranhical and adminis 
trative convenience, been operated since 
the beginning of the occupation as an 
integral part of the railway system of the 
Soviet zone. Responsibility for the pro- 
tection of technical railway installations 
in the Western sectors as well as rolling 
stock and goods in transit has similarly 
been recognised from the beginning of 
the occupation to be primarily with the 
Soviet-controlled railway police. 

When the strike broke out the 
Soviet-controlled railway administration 
attempted to man key stations and instal- 
lations in the Western sectors’ with 
railway workers from the Soviet zone. 
Armed Soviet-controlled railway police 
reinforcements were also sent to the 
Western sector stations. This Soviet 
supported strike-breaking action has been 
keenly resented by the railwaymen and 
their sympathisers, who have given vent 
to their feelings by demonstrating 
against the strike-breakers and in particu- 
lar against the armed railway police. In 


(Parliamentary 
for Foreign 
stated: The 
sectors of 


on May 20 


certain instances these demonstrations 
have drawn the indiscriminate fire of the 
railway police. Up to date there are 


reported to have been one fatal and four- 
teen non-fatal casualties. 


The Allied authorities. who are respon 
sible for the maintenance of law and 
order in the Western sectors, could not 
allow such a situation to continue, and, 


therefore, on May 24. instructed the 
Western sector police to resume full re- 
sponsibility for maintaining law and 
order at all stations. At the same time 
the railway administration was requested 
to withdraw its armed railway police from 
all stations in the Western sectors, leaving 
only sufficient personnel to carry out their 
limited functions. The railway adminis- 
tration has complied with this demand 
and the situation is now under proper 
control. 

That is the ovresent position. His 
Majesty’s Government considers that this 
strike, which was organised by a demo- 
cratic trade union, was perfectly legiti- 
mate and should be settled by the normal 
methods of industrial negotiation. The 
action of Soviet-controlled railway police 
in firing at unarmed workers who are 
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striking on a perfectly legitimate issue is 
a timely commentary on Communist 
methods of upholding the rights of the 
workers. It is our hope that, as a result 
of the arrangements made by the Allied 
authorities in the Western sectors, there 
will be no recurrence of the unfortunate 
incidents of the past few days, and that 
the railway administration will be moved 
to enter on negotiations for the settle- 
ment of the dispute on an equitable basis. 


Ra‘lway Labour Disputes 

Mr. Anthony Eden (Warwick & Leam- 
ington—C.) on May 31 (by private notice) 
asked the Minister of Lavour if he had 
any further statement to make about the 
strike in the North Eastern Region, British 
Railways. and if he had any information 
about the “ go-slow”’ movement at Man- 
chester and Nine Elms. 

Mr. George Isaacs (Minister of Labour): 
Yes, Sir. I have been informed by the 
Railway Executive that it held a meeting 
this morning with the representatives of 
tne executives of the two Unions con- 
cerned in the Sunday strikes in the North 
Eastern Region. I understand that the 
executives of the unions are now con- 
sidering the views expressed to them by 
the Railway Executive. 

I am informed that both at the London 
Road Goods Station, Manchester, and at 
the Nine Elms Goods Depot, London, cer- 
tain of the workers have decided to adopt 
a “go-slow” policy to register dissatis- 
faction at the alleged delay in dealing 
with their claim for increased pay. As 
the House may be aware, | saw the nego- 
tiating committee of the N.U.R. on Thurs- 
day last, at its request, as it desired to 
place before me information about the 
position reached in its negotiations with 
the Railway Executive on the wage claim. 
On Friday morning | was able to transmit 
that information to the Railway Executive, 
and I can inform the House that the Rail- 

way Executive yesterday addressed to the 
unions signatory to their agreement, in- 
cluding the N.U.R.. a written notification 
that it was prepared to continue negotia- 
tions, 

| am sure the House will appreciate 
the extreme undesirability of any com- 
ment which might prejudice the position 


or embarrass the parties, but I feel 1 
should make it clear that I cannot 
countenance the action decided on by 


the workers at Nine Elms and Manchester. 
Such action can only impede; it cannot 
assist negotiations. Public opinion will be 
alienated and the authority of the Union 
to speak for its members will be brought 
into question. 


Accidents at Level Crossings 

Mr. B. Janner (Leicester West—Lab.) on 
May 23 asked the Minister of Tratisport, 
how many accidents occurred to vehicles 
at level crossings during each of the last 
three years; and whether action had been 
taken at such level crossings to reduce the 
danger of accidents. 

Mr. Alfred Barnes: The numbers of 
collisions with read vehicles or gates at 
railway level crossings in 1946, 1947 and 
1948 were 215 and 212, respectiveiy. 


1S7,.2 
Preventive action is taken wherever prac- 


ticable to reduce the iikelihood of such 
accidents. 
Mr. T. C. Skeffington-Lodge (Bedford 


Lab.): Will the Minister give his attention 
to the possibility of providing some system 
of lights on the lines of those we have on 
our roads, so that some of these accidents 
can be avoided? 

Mr. Barnes: The problem of these 
crossings is being examined continually. 
but it is a difficult issue. 
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Notes and News 


Junior Civil Engineer Required.—A 
junior civil engineer, between 25 and 30 
years of age. is required by a British rail 
way company Operating in Chile and 
Bolivia. See Official Notices on page 623. 


Docks & Inland Waterways Executive. 
—Applications are invited for the posi- 
tions of senior secretarial assistant, secre 
tarial assistant, and engineering assistant 


with the Docks & Inland Waterways 
Executive. See Official Notices on page 
623. 


Indian State Railways Dinner.—The 
annual Indian State Railways dinner was 
held on Monday last at the Rembrandt 
Hotel, Thurloe Place. London, S.W.7. Sir 
Leonard Wilson presided and the principal 
speaker was Mr. Hood, formerly 
General Manager, G.I.P.R. A revort of 
the proceedings will be given in our next 
issue. 

Tunnel under Straits of Messina.—An 
agency report states that a 10-year plan by 
an Italian engineer for building a railway 
tunnel under the Straits of Messina at a 
cost of lire 32,000.000,0000 is being pre- 
sented to the Italian Government. It pro 
vides for the building of a double tunnel 
from Favezzina on the coast of Calabria 
to Villafranca in Messina Province. 


London Transport Executive.—Applica 
tions are invited for a new post of Direc- 
tor of Research in the department of the 
Chief Development & Research Officer. 
Candidates must possess high scientific or 
engineering qualifications and have had 
wide experience in the direction and con 
duct of research and development in con- 
nection with engineering problems, civil 
mechanical and electrical. See Official 
Notices on page 623. 

Visiting Day at W. G. Bagnall Engine 
Works.—On the occasion of the opening 
on May 20 of a new canteen building at 
the Castle Engine Works of W. G. Bagnall 
Limited by Councillor Mrs. R. Turney 
Mayor of Stafford, more than 400 relatives 
and friends of employees were shown round 
the works. During the vast few months 
substantial changes have been made at this 
Stafford works to cope with the increased 
production programme which the company 
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has planned in line with its greatly in- 
creased order book. The value of orders in 
hand is more than double what it was at 
the end of 1947, and 90 per cent. of the 
present production is for export. Provi- 
sion has been made recently for the manu- 
facture of diesel-electric locomotives. This 
is a new denarture for Bagnalls which has 
resulted from their association with the 
Brush Electrical Engineering Co. Ltd. and 
its subsidiary diesel engine manufacturing 
firms. 


Agreement for Argentine Railway Staff. 

According to an agency message. Sir 
Montague Eddy, who arrived in Buenos 
Aires at the end of Aoril to seek satisfac- 
tion for British employees of the Argen 
tine Railways, said before sailing for 
Britain that he had obtained a draft agree- 
ment with the Argentine Government. 
which he hoped would meet with approval 
by all concerned. Final details had to be 
negotiated between the British Embassy 
and the Argentine Government. 


Berlin Rail Strike.—Because of the strike 
of 13.000 West Berlin railwaymen, no 
trains from the West have reached the 
city since May 26, and 34 trains conveying 
coal and foodstuffs are reported to be 
stranded on the Helmstedt-Berlin line. 
One of the demands of the strikers is for 
recognition of their union by the East Ger- 
man Economic Administration. The 
strikers’ union has maintained its refusal to 
accept only 60 per cent. payment, instead 
of full payment, in Western marks offered 
by the railway chief of the Soviet zone. 


Longmoor Garrison.—The Movements 
and Transportation Services memorial 
window in the Garrison Church of St. 
Martin, Longmoor. will be dedicated by 
the Chaplain-General to the Forces at a 
service commencing at 11.35 a.m. on Sun- 
day. Sentember 4 next. The window will 
be unveiled by Major-Generals Sir Noel 
Holmes and Sir Donald McMullen. All 
who are serving or have served in either 
the Movements or Transportation Services 
are cordially invited to attend the 
memorial service. On Saturday, Septem- 
ber 3, the Transportation Centre, R.E.. 
will be open to the public, and there will 
be an R.E.O.C.A. Ball in the evening. It 
will be possible to provide accommoda- 





Part of the erecting shop at the works of W. G. Bagnall Limited, 
Stafford, showing in the foreground a 4-6-0 metre-gauge locomotive 
with six-wheel tender for the Mewar State Railway 
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tion for limited numbers for the night of 
September 3-4 at the officers’ mess, and 
for ex-other ranks in the barracks, at 
reasonable cost. If desired, hotel accom- 
modation will be booked locally. Appli- 
cations for accommodation for the night 
of September 3-4 should be made now to 
H.Q., Transportation Centre. R.E., Long 
moor, Liss, Hampshire. On September 4 
ia special train will connect with the 
Southern Region train arriving at Liss at 
11.9 a.m. (depart Waterloo 9.45, change 
at Haslemere). Arrangements will be 
made for a buffet luncheon to be available 
after the service, and for suitable return 
trains to connect with the Southern Region 
at Liss. 

Western Region Whitsun Programme.— 
The Western Region will run 218 relief 
services between June 3-7. On Friday a 
special train will leave Ealing at 5.25 p.m. 
for South Wales, calling at outer sub- 
urban stations. In addition to the usual 
seat reservations, seats may be reserved 
on Friday on three relief trains (12.45 
p.m. to Bristol, 1.5 p.m. to Plymouth, and 
3 p.m. to Bristol) and on Saturday on the 
12.55 p.m. relief to Swansea. There will 
be no alteration to the normal sailings be 
tween Weymouth and the Channel Islands, 
and Fishguard and Southern Ireland. 


Railway Rates Tribunal Rules.—The 
Transport Tribunal, with the approval of 
the Lord Chancellor, the Lord President 
of the Court of Session, and the Minister 
of Transport, has revoked all the Rail 
way Rates Tribunal rules and made new 
rules entitled the “Transport Tribunal 
Rules. 1949, which came into operation 
on June 1, 1949. These rules have been 
published as a Statutory Instrument, 1949, 
No. 989. and can be obtained from H.M. 
Stationery Office, York House, Kingsway, 
London, W.C.2, or through any bookseller, 
price 6d. 

Reorganisation of Civil Engineer’s De- 
partment, Scottish Region.—As from May 
22. the Thornton and Perth District En- 
gineers’ districts of the Scottish Region 
have been amalgamated to form the new 
Perth District Engineers’ district. This 
completes the reorganisation of these dis- 
tricts, to which earlier reference was made 
in our issue of April 1. and the districts 
in their final form are as follow:— 

Inverness: Inverness to Wick, Mosstowie, Grantown 
on-Spey (L.N.E.R.), Struan, and branches. 

Aberdeen: Aberdeen to Elgin (all routes), Cromdale, 
Kinnaber Junction, and branches. 

Perth: Perth to Kinbuck, Lochearnhead, Blair Atholl, 
Dubton Junction, Inverbervie, Montrose, Arbroath, 
Dundee, St. Andrews, Crail, Kirkcaldy, North 
Queensferry, Airth, Causewayhead, and branches. 

Edinburgh: Edinburgh to Dalmeny, Polmont, 
Forrestfield, Hartwood, Newmains, Morningside, 
Auchengray, Peebles, Burnmouth, Carham, Jed- 
burgh, Riccarton Junction, Longtown, Harker, 
and branches. 

Irvine: Ayr to Largs, Johnstone, Johnstone North, 
Lugton, Lugton High, Ryeland, Sandilands, Port- 
patrick, Rigg, Dunragit to Dumfries, Lochmaben, 
and branches. 

Glasgow North: Glasgow to Falkirk High, Calder- 
cruix, Hamilton and Mallaig, Greenhill to Dunblane 
and Oban, Larbert to Grangemouth, and branches. 

Glasgow South: Glasgow to Gourock, Wemyss Bay, 
Greenock (P.P.), Caldwell, Uplawmoor, Strathaven 
Central, Coalburn, Lanark, Main Line via Carstairs 
to Gretna Junction, Gretna Green, Glasgow to 
Cumbernauld, Coatbridge, Airdrie, Calderbank, 
Cleland, Chapelhall, Carnwath, Lyne, and branches. 

Railway Students’ Association.—Mem- 
bers of the Railway Students’ Association, 
London School of Economics & Political 
Science, visited the News of the World at 
Bouverie Street, London, on Saturday. 
May 28. The party followed the produc- 
tion of the paper from the composing 
room, where the copy is set on linotype 
machines, through the stereo moulding 
and casting departments to the machine 
room, where large rotary presses print, 
cut, and fold the papers, and then on to 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, ora 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


J UNIOR CIVIL ENGINEER required for British 

Railway Company operating in Chile and 
Bolivia. Candidates should have passed Sections (A) 
and (B) of Institute of Civil Engineers examination 
and have had some experience in maintenance and 
construction of track work, bridges and buildings 


Aged about 25/30 years. Commencing salary fot 
this appointment £600, rising to £750 p.a., with 
possibilities of promotion. Free quarters, passages, 
allowances, etc., provided. Applications, with full 
particulars of qualifications and experience and 
copies of any testimonials held, to be sent to: Box 
2864, c/o CHARLES BarKer & Sons Ltp., 31, Budge 


Row, London, E.C.4 


S ENIOR LOCOMOTIVE DRAUGHTSMEN re 
quired in the East Midlands, experienced in the 
design of diesel-electric locomotives. Men with 
sound steam and/or electric traction experience will 
be considered. Reply particulars of training, experi- 
ence, and salary required to: Box 337, The Rail- 
way Gazette, 33, Tothill Street, London, S.W.1 


W ANTED Index for The Railway Gazette for 
1947.—THeE HUuNSLET ENGINE Co, Ltp., 125, 
Jack Lane, Leeds, 10 
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OFFICIAL NOTICES 


Docks and Inland Waterways Executive 


A PPLICATIONS invited the following 
i positions : (a) SENIOR SECRETARIAL 
ASSISTANT at a starting salary of £750 per annum. 
Experience in the preparation of precis notes and 
draft reports is essential and a knowledge of the 
principles of Port and Dock operation and adminis- 
tration is desirable (b) SECRETARIAL ASSIS- 
PANT at a starting salary of £600/£750 per annum 
according to experience Applicants must have a 
knowledge of dock working and administration, and 
of the structure and application of dock charges 
(c) ENGINEERING ASSISTANT, South Western 
Waterways Division, Gloucester, at a starting salary 
of £600 per annum Applicants should be familiar 
with hydraulic engineering problems and preference 
will be given to Associate Members of the Institution 
of Civil Engineers. The candidates selected will be 
expected, where eligible, to join a Contributory 
Superannuation Scheme, and in this respect to 
comply with whatever provisions are decided upon 
later for the Executive's staff as a whole. Applica- 
tions stating age. qualifications, details of past ex- 
perience, present position and remuneration, should 
be sent to the Secretary, Docks & INLAND WaATER- 
ways EXECUTIVE, 22, Dorset Square, London, N.W.1, 
not later than June 18, 1949 


THE I 

Charles E. Lee. A history of 
Mumbles Railway, which extends 
Cloth 8} in. by 5S} in 91 pp. 
By post 5s. 3d The Railway Gazette, 
Street, London, S.W.1. 


are for 


RAILWAY. By 
the Swansea & 
over 136 years 
Illustrated 5s 
33, Tothill 
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L ONDON TRANSPORT EXECUTIVE.—Applica- 
uons are invited for a new post of Director of 
Research in the Department of the Chief Develop- 
ment and Research Officer. Candidates must possess 
high scientific or engineering qualifications and have 
had wide exnerience in the direction and conduct 
of research and development in connection with engi- 
neering problems, civil, mechanical and electrical. A 
lively and original outlook upon such problems is 
essential. Experience of operational research is de- 
sirable The salary, which will take account of 
qualifications and proved capacity in technical re- 
search, will be in the region of £2,000 per annum 
The successful candidate will be required to pass a 
medical examination. Upon completion of a pro- 
bationary period, membership of a staff contri- 
butory superannuation scheme is compulsory. Can- 
vassing, either directly or indirectly, will disqualify. 
Applications, giving full particulars of education and 
experience, age, and present remuneration, should be 
sent within 14 days of the appearance of this adver- 
tisement to the CHIEF STAFF AND WELFARE OFFICER 
(Reference F/EV85), LONDON TRANSPORT EXECUTIVE 
55, Broadway, London, S.W.1. For acknowledge- 
ment an addressed envelope should be enclosed. 


HE ABC RAILWAY GUIDE of 
quires an experienced Advertisement Office 
Manager. Knowledge of hoteliers’ requirements, 
.bility write good space selling letters and able take 
responsibility of advertisement “* make-up” essen- 
tial. Only written applications giving full details in 
confidence of past experience entertained.—THOMAS 
SKINNER & Co. (PUBLISHERS) Ltp., 330, Gresham 
House, Old Broad Street, London, E.C.2. 


London _re- 








the packing department, where the papers 
were being labelled and loaded on to vans 
for despatch to newspaper trains at the 
main-line termini. 


L.M.R. Whitsun Holiday Programme.— 
The biggest post-war Whitsun programme 
has been prepared for holidaymakers 
travelling in the London Midland Region. 
Between June 1-8 there will be 526 extra 
main-line expresses. including 34 out of, 
and 60 into, Euston. and 34 out of, and 
41 into, St. Pancras. Restaurant car ser- 
vices will be run as advertised during the 
Whitsun period with certain exceptions. 


Waste Paper Recovery Campaign.—Col- 
lections of waste paper in 1948 exceeded by 
more than 100,000 tons those of 1947. The 
Waste Paper Recovery Association Limited 
estimates that if collections continue to 
increase at the rate achieved during the 
Winter Contest, which ended on March 31, 
recovery in 1949 should net a_ further 
100,000 tons, and the total for the year 
should reach a figure of 850,000 tons. 


Station Announcing System at Clacton. 

In time for the seasonal rush of holiday 
makers the Eastern Region of British Rail- 
ways brought into use at Clacton-on-Sea 
on June 2 a station announcing system 
The installation consists of 15 speakers, 
eight of the Projection type, four Senior 
Industrial, and three Multi-Beam. These 
are spaced so as to bring the concourse 
and the whole length of each platform into 
the range of hearing. 


Birmingham Railway Carriage & Wagon 
Co, Ltd.—Sir Bernard Docker, Chairman. 
speaking at the recent annual general meet 
ing of the company, whose financial results 
were referred to in our April 22 issue, said 
that of their total oytput the proportion 
exported in 1948 was nearly double that of 
1947, and constituted a record in the his- 
tory of the company by a wide margin. 
It was possible that this year the propor 
tion for export would be still greater pro- 
vided the financial and import licence posi- 
tion abroad did not deteriorate. The tone 
of the markets was fast changing from that 
of seller to that of buyer, not because 
requirements had been met, but solely 
from difficulties of foreign exchange. Des- 
pite the obvious fact that trade was becom 
ing more difficult the Government con- 


tinued its misguided policy of wholesale 
nationalisation. This added uncertainty 
and apprehension to the already heavy 
burden borne by industry. The impact of 
nationalisation on their company would be 
from the railways and the steel industry, 
the first by concentrating under one direc 
tion five of their most important customers, 
and the second from the control of their 
main raw material. The danger was that 
the competition, initiative, and freedom of 
action of private enterprise would be suc- 
ceeded by the control. inertia, and red tape 
of a civil service department. 


Supplementary Reserve Transportation 
Units Annual Training.—Units of 19 Rail 
way Group, Royal Engineers, have re- 
cently been in camp, as follows: May 7-21. 


153 Railway Traffic Squadron and 157 
Locomotive Running Squadron; May 
14-28, H.Q., 19 Railway Group; since 


May 21 (to June 4). 150 Railway Mainten- 
ance Squadron and 159 Railway Survey 
Squadron 2 Railway Telegraph 


(also 2 


Squadron, Royal Signals); 156 Engineer 
Stores Squadron, R.E., has also been in 
camp during the last fortnight. All units 
were given one week’s military training 
and one week’s technical training on the 
Longmocr Military Railway. There are 
still vacancies in most trades; further in- 
formation may be obtained from unit 
commanders or from H.Q., R.E. Tn. (S.R.), 
Longmoor, Hampshire 


Stewarts and Lloyds.—For 1948 the de- 
ferred dividend is held at 124 per cent. 
und the profits for the year showed an in- 


crease of £1,033,289 at £4.758,951. Of 
this, tax absorbed £2,360,000, against 
£1.830,000, leaving a net profit of 


£2,398,951 against £1,.895,662 for 1947, to 
which was added tax reserves no longer 
required of £500,000, and a surplus on the 
sale of wagons amounting to £720,444. 
Dividends again absorb £735,979. The 
carry-forward will be increased by 
£133,416, whereas last year it was reduced 
by £70,317. The board points out that, 


Main-Line Electric Locomotive on Boat Train 





a 


NWI 


Southern Region electric locomotive No. 20003 on the crimson lake and 
cream Newhaven boat train, leaving Victoria Station (see paragraph 


on page 568, May 20 issue) 
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in addition to meeting the increase in 
working capital, about £3,000,000 has been 
spent in the United Kingdom since the end 
of the war on plant developments and 
extensions, and about £1,000,000 has been 
invested for similar purposes in associated 
companies Overseas. 


Removal of Metropolitan- Vickers 
London Office.—The London office of the 
Metropolitan-Vickers Electrical Co. Ltd. 
is being transferred from Kingsway to 
St. Paul’s Corner, 1-3, St. Paul’s Church 
yard, London, E.C.4, as from June 4. The 
new telephone number will be City 5757 
(10 lines); telegraphic address, Multiphase. 
Cent., London; and cable address, Multi- 
phase, London. 


Ulster Transport Receipts.—The receipts 
of the Ulster Transport Authority for the 
week ended May 8 were as follows: 


Inc. 
or Dec. 
£ £ 
Passenger 67,200 + 5,557 
Goods 33,393 4,216 


The aggregate for the 31 weeks to date 
now shows an increase of £345,862 over 
traffics for the equivalent period of last 
year. 


Restaurant-Buffet Sets on Eastern 
Region.—Six of the new restaurant-buffet 
car sets described on page 608 of this issue 
have been allocated to the following 
Eastern Region services:— 

** The Master Cutler” 

7.40 a.m. Sheffield—-Marylebone 
6.15 p.m. Marylebone—Sheffield 
* The White Rose”’ 
9.15 a.m. Kings Cross—Leeds 
5.15 p.m. Leeds—Kings Cross 
** The Norfolkman"’ 

10 a.m. Liverpool Street—-Cromer 

4 p.m. Cromer—Liverpool Street 
Harwich—Liverpool Boat Train (two trains) 

1.20 p.m. Liverpoo! Central—Harwich 

8 a.m. Harwich—Liverpool Central 
‘*The South Yorkshireman’’ (Eastern and London 

Midland Regions) 
10 a.m. Bradford—Marylebone 
4.50 p.m. Marylebone—Bradford 


R.S.A. Annual Report, 1948-49.—The 
annual report for the 1948-49 session was 
presented at the annual general meeting of 
the Railway Students’ Association, 
London School of Economics & Political 
Science. held on Wednesday, May 25. The 
Committee recorded increased support 
during the session and expressed apprecia- 
tion to Sir Cyril Hurcomb, Chairman, 
British Transport Commission, and Presi 
dent of the Society. for his keen interest 
and help. All six ordinary meetings are 
stated to have been very well attended 
and the membership at the close of the 
financial year is shown as 714, of which 
689 were corporate members. Details also 
are given of the Sheffield convention and 
annual dinner. which have been reported 
in our issues of September 24 and Octo- 
ber 1, 1948. and March 4, 1949. 


Forthcoming Meetings 


June 4 (Sat.)—Railway Students’ Associa- 
tion, London School of Economics & 
Political Science. Visit to Central 
Line, Western Extension, London 
Transport Executive 

June 9 (Thu.).—Oxford 
way Society, in the 
Laboratory, at 8.15 p.m. “The Mid- 
land and South-Western Junction 
Railway,” by Mr. C. R. L. Clinker. 

June 11 (Sat.).—Electric Railway Society. 

Visit to LsM.R. repair sheds at Stone- 

bridge Park, Wembley. 


University Rail- 
Bio-Chemistry 
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Railway Stock Market 


International and home iews as weil as 
the pending Labour Party conference have 
made for inactive and uncertain stock 
markets. Industrial shares in particular 
lost further ground. Export trade news 
again affected sentiment and growing com- 
petition suggests that profits are likely to 
decline sharply from the peak levels re- 
corded last year. There has been a further 
reaction in British Funds due more to 
absence of buying than to selling. All the 
nationalisation issues participated in the 
downward trend and Transport (1978-88) 
weakened to 100;% xd. 

Brazilian rails have been prominent and 
well maintained, although as a result of the 
sale agreement there was a good deal of 
profit-taking in Leopoldina stocks. The 
£10,000.000 to be paid for the Leopoldina 
was in line with general expectations in the 
market. In the case of Great Western of 
Brazil the terms were slightly better than 
most expectations as they are estimated to 
mean a pay-out of at least 155s. a share, as 
compared with the current market price 
of 141s. Assumption in the market is that 
the agreements are likely to be ratified by 
Brazil within three months and that in any 
case there will be no long delay. Owing 
to the rights of the various debenture 
stocks and their interest arrears it may be 
some time before the pay-out values for 
individual stocks will be finally decided. It 
continues to be assumed that the deben- 
‘ure stocks will receive par and full pay- 
ments for their interest arrears. soe on 
this assumption, there seems no reason why 
the ordinary and preference stocks should 
not receive pay-outs above current market 
prices, but a compromise between the 
claims of ordinary and preference stack 
hcIders will have to be effected. It seems 
dcubtful if preference stockholders can 
expect full payment in respect of their 
large dividend arrears dating from 1930. 

The market is assuming that Leopoldina 
Terminai debentures will also receive par 
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plus interest arrears, although it is difficult 
to estimate what payment it any can accrue 
to the Ordinary £1 stock units. — latter 
were close on 4s. at one time last week 
Inter fell to 3s. and are now 3s. 6. The 
Leopoldina debenture stocks have in recent 
weeks established a big rise on the view of 
pay-outs at par per £100 of stock pilis in- 
terest arrears, and since the sale agreement 
with Brazil, market prices have moved nar- 
rowly. Leopoldina 4 per cent. and 6! per 
cent. debentures are 95} and 135. respec- 
tively ai the time of writing and the 
ordinary and preference stocks have cased 
to 10} and 33. During the past week Leo- 
poldina Terminal debentures have risen 
well and touched 113 before easing to 111, 
San Paulo ordinary stock, after fluctuating 
sharply, steadied at 149, but failed to hold 
an earlier rise to 151. 

Antofagasta was steady at 8 with the 
preference stock 554. Nitrate Rails shares 
were 65s., and Mexican Railway 6 per cent, 
debentures 863, but United of Havana 
1906 debentures eased to 114. 

Road Transport issues remained steady 
apart from fluctuations in British Electric 
Traction deferred stock, which, after a 
sharp advance, came back to £!.810, 
West Riding Automobile shares at 84s. 6d. 
were sieady on the annual report which 
confirms preliminary discussions with 
British Transport. 

Iron and steei shares have turned easie 
with the general tendency of markets, 
Guest Keen, at 47s. 6d., were lower on the 
new capital hint, United Steel 29s. 6d.. and 
Stewarts and Lloyds 55s. 9d., while Bab- 
cock & Wilcox at 69s. reflected profit 
taking. Vickers at 3ls. also came in 
for further profit taking. T.W. Ward have 
been steady at 62s. 6d. There were small 
declines in shares of locomotive building 
and engineering companies. North British 
Locemotive changed hands around 20s. 6d., 
Vulcan Foundry were down to 20s. 
Gloucester Wagon to 50s., and Beyer, Pea- 
cock 20s. 6d., while Wagon Repairs eased 
to 19s. 6d. 


Traffic Table of Overseas and Foreign Railways 


Traffics for week x Aggregate traffics to date 
ou 
bd Total 
Railways Miles Week dec. So Sieeuien a 
open ended Total Inc. or dec crease Or 
h : compared ° 194849 decrease 
this year with 194748 Z 
£ £ £ rf 
Antofagasta 811 22.5.49 57,800 9,880 20 1,385,290 309,320 
Bolivar 174 July, 1948 $28,960 $69,357 30 $471,287 $301,893 
Brazil 
Cent. Uruguay 970 6.11.48 32,712 2,978 18 593,105 7,652 
S | Costa Rica .. 281 Mar., 1949 38,753 + 13,363 39 321,689 + 29,338 
© | Dorada . 70 Apr., 1949 29,741 14,541 17 120,311 4 45,611 
E G.W. of Brazil 1,083 21.5.49 19,200 10,600 20 755,800 + 1,200 
< |Inter. Ctl. Amer. 794 Mar., 1949 $1,196,359 $73,300 13 33,285,345 $308,879 
= |laGuaira ... 222 Apr., 1949 $122,721 $6,828 17 $452,474 $44,942 
5 , Leopoldina.. 1,902 21.5.49 45,262 + 623 20 921,806 159,066 
5 \ Midland Uruguay 319 Sept., 1948 19,608 + Size | 2 67,355 + 16,721 
O | Nitrate 382 15.5.49 18,60! + 6,822 19 157,827 46,687 
ow | N.W. of Uruguay 113 Sept., 1948 5,686 1,203 | 12 16,335 + 1,989 
< | Paraguay Cent 274 20.5.49 G104,644 G34,549 46 G4,776,583 + @!,685,876 
S | Peru Corp. 1,059 Apr., 1949 233,380 34,097 43 2,050,151 | + 323,588 
& | Salvador 100 Feb., 1949 c311,000 ¢2,000 35 c!,439,000 ¢57,400 
San Paulo 1534 , 
Taltal 156 Apr., 1949 7,915 1,755 43 88,255 4 8,175 
United of Havana... 1,301 21.5.49 $234,597 $196,435 46 $13,046,651 $4,424,147 
Uruguay Northern 73 Sept., 1948 1,072 52 12 3,308 + il 
3 ( canadian National... 23,473 Mar., 1949 10,359,000 696,250 13 28,911,500 2,244,000 
c4 Canadian Pacific 17,037 Apr., 1949 7,534,250 654,250 17 28,923,750 2,654,000 
5 | 
Barsi Light* 2 202 Apr., 1949 41,685 10,957 4 41,685 \+ 10,957 
Beira 204 Feb., 1949 104,917 6,180 22 589,461 | + 9,141 
Egyptian Delta ‘ 607 31.3.49 20,629 + 482 52 728,011 4 99,573 
4 | Gold Coast 536 Apr., 1949 225,932 |+ 1,140 5 $225,932 i+ 1,140 
Manila ‘ - 
: Mid. ofW. Australia 277 Mar., 1949 30,297 + 5,207 36 260,305 50,832 
> | Nigeria 1,900 Feb., 1949 447,782 + 51,185 44 5,211,547 897,747 
Rhodesia... | 2,445 Sept.» 1947 643,980 102,833 52 6,787,603 612,938 
' South Africa 13,347 7.5.49 1,509,309 199,156 5 7,707,837 711,921 
\Victoria ; 4,774 Feb., 1949 1,484,797 54,817 35 - 


* Receipts are calculated @ Is. 6d. to the rupee. 
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